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Cleminson’s Flexible Car Wheel-Base System. 

The engravings herewith and the following description of 
Mr. James Cleminson’s system of running gear for railroad 
cars is copied from a late number of The Engineer. In de- 
scribing this invention that paper says: 

“Though the desirability of using some ment of 
the under carriages of railway rolling stock, by which the 
axles would be free to depart from rigid lelism when 
traversing curves, has been felt for many years, it is onl 
recently that much has been done in this direction as 
passenger coaches in this country. oe 
and even now, on most of our lines, practi 


dition which could not have been allowed to exist so long, 


had it not been possible to obtain the requisite engine | 


























all the stock, | 
y all, was and } 
is fitted with wheels whose axles are rigidly parallel, a con- | 


trated in diagram, Fig. 4 
the wheels to mount the ond yer ep pan ey wer — 
essary on a curve, as com ith a t to pi 
such a carriage along, may be estimated. By the use of the 
| bogie the strongest objections to long have been 
| overcome, but others have been imported by which the ob- 
| ject of using long ers pe has been awe | defeated. The 
car being suppo. only at or near the ends, its mo- 
tion is little better than an ordinary short carriage, while 
the distance between the supports involves the use of very 
| strong and heavy framing, and the bogies of themselves are 
| of such weight that the paying proportion of the load, in- 
| stead of increasing with the inc length, has in most in- 
| stances decreased. The parallel axles of the bogies have, 
| moreover, the objections which are attached to short car- 
| riages with such axles, so that although it, as far as itself is 
| concerned, permits the construction of long carriages, the 
| grinding and waste of power on curves isas great as with 
| ordinary short carriages, for th 


‘** Our object here is to place before our readers a m 
of construction invented by Mr. James Cleminson, of West- 
minster, which overcomes these difficulties in a satisfactory 
manner, its chief recommendation being that while securi: 
other advantages, it provides the means of passing roun 
the sharpest curves with the axles always normal and 


Fic. 








from which the tendency of | notoriously crooked, but it is on such lines that the new 


e direction of pull of the long | 
carriage on a curve causes a thrust on the inner rail at the | 
| foremost end and on the outer rail at the rear end. 


show their great superiority in steadiness and 
smoothness in running. 

‘‘Besides being in use on the lines referred to, a number of 
pairs of short Metropolitan carriages are being converted 
into single long carriages on the new system by splicing, and 
a large quantity of stock is running on the Cam ia 
Paulista Railway of South America. Several English com- 
panies are making up whole trains, and a somewhat remark- 
able a of the application of the system is its use on 
the North Wales Narrow-Gauge Railway. The gauge is 1 ft. 
11% in., and an official trial of a whole new train was re- 
cently made at a speed of twenty miles per hour, which on a 
line which may be almost considered as a continuous set of 
curves of two chains radius, would be attended with the 
greatest yz ~4 with any other stock. The stock has hith- 
erto been of the bogie class, the carriages being 25 ft. in 
length, carrying thirty ngers, and weighing 5'¢ tons. 
The new carriages are ft. long, carry forty-two passen- 
gers, and weigh 444 tons each. The latter have thus 33 per 
| cent. more accommodation and weigh 20 per cent. less than 
| the former. The bogie carriages rock very much in passing 
| round the two chain curves, but this is not the case with the 
| new carriages, which have a wheel base of 23 ft., or more 

than one-sixth the radius of the sh curve. The econ- 
— in weight in this instance is, it will be seen, very great, 
and is illustrative, for though on the stock of full size rail- 
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PLAN OF AXLEFRAMES ON A CURVE OF 100_FEET_ RADIUS 
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ROYAL SALOON CARRIAGE, SOUTHWESTERN RAILWAY, ENGLAND. 
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power and strength of the parts of the vehicles and 
ent way which such a system of construction entails. On a 
straight line a vehicle with el axles may be considered 
to need very little guidance by the flanges or rails; the ten- 
dency of such a vehicle in motion is to pursue i ya 
straight course, and from it is only caused to de by side 
pressure on and rails. The intensity of 
may be imagined when the amount of skidding or any curve 
is remembered. For instance, a train — > of 
a curve of, say, ten chains radius, is ly skidded 
Se an ie Goes. or 70 ft., the =~ —- 
8 ing depending, to some extent, w 
vehicles. The Americans first pact oe practical 
manner to remove this defect by the m of the 
bogie, but even that very useful invention only ly re- 
moves it, as each ie is in itself a vehicle with parallel 
axles, but with a short wheel-base. It is only recently, 
however, that even the bogie has been much 

in this country, though it has for several 
years been known that long carriages run much more stead- 
ily than those of the ordinary length, and that the propor- 
tion of dead wae ot non-paying load, may be made to 

oO 


crease with ] M of 
built, most of them on 
a certain 


k have been 
lel axles, 





Cleminson’s Flexible Wheel-Base System. 


radial thereto, whatever its radius, as sh 
“This ee is ree aie by so attaching the 
carriages and to each other as to permit adapt them- 
selves automatically and with F eayepe truth to the varying 
conformations of a railroad. is effected as follows: The 
axles, with their axle-boxes, 


are mounted 
in frames, B C D, Figs. 1 


and springs 
and 2, separate from the main un- 
der-frame E. The end frames B and D have central pivots, 
H, around which they swivel freely, while the middle frame 
Cisat liberty to slide transversely to the main under-frame E 
Ses ee ee eer of an arc N L O, 
the chord of which equals the wheel-base N M O—see Fig. 6— 
and finally the frames are connected to each other by the 
articulated radiating gearI and K. The action of the com- 
bination is simply thus: When a vehicle enters a curve, the 
middle axle and frame C move transversely through the 
versed sine of the wheel-base arc, and, in doing so, cause the 
end axles and frames B and D to swivel around their pivots, 
H, sothat all the axles assume positions of radii of the curve. 

“There is, it will be noticed, nothing of a ial nature, 
beyond the ———— required in the application of the 
invention, either in b ~~ Tegel or converting 
old stock, these frames en‘ very little extra cost, 


for 
as the main under-frame E is relieved of the strains ordi- 
narily due to curves, it is said that it may be reduced in 
strength to such an extent as to compensate for the cost of 
the axle-frames. All standard fittings, 


pport throughou 
of the 1 say 80 
caekt wheels would on eyed Wi & maodintation of the 
arrangement illustrated. 
“The carriage illustrated by . 1 is the new Royal 
iage constructed by Pn ett er Bi Railway 
described have 
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ways the gain is not so much, it is very large in all cases. 
| In proof of the merits of the system, we may point out that 

it is being regarded with much favor by many locomotive 
| and earriage superintendents, who are necessarily not the 
| least easily satisfied. The facts that the carriage is so thor- 
_ oughly supported throughout its breadth and length, and that 

the existing frames, springs, hornplates, etc., are all appli- 
cable, as well as the gene simplicity of the arrangement, 
very strongly recommend it. to the convergence of the 
axles a simple arra tt by which the outer wheel could 
run faster t the inner wheel on a curve, so as to avoid 
torsion of the axle and slipping of one or other wheel, could 
be added, there would be e to look for in improvement in 
this direction.” 

Of the car illustrated and described above the Lon- 
don Times of Jan, 30 says: ‘‘The Prince and Princess 
of Wales, in their journey from Waterloo Station to 
Wimborne on Monday, traveled in a new royal saloon 
carriage, which is fitted with a new system of radiatin 
axles, invented by Mr. James Cleminson, C. E., of No. 
Westminster-chambers, Westminster. This 

steadiness and safety 
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from the main under-frame of the carriage. The end frames 
have central pivots, around which they swivel freely, while 
the middle frame is so arranged that it can slide transversely. 
The three frames are connected Lon ar er, A articulated ra- 
diating gear, so that they act sympatheti , and, no mat- 
ter how sharp the curve, each axle instantly assumes a posi- 
tion coincident with the radial lines of that curve, instead of 
remai rallel to each other, as in the ordinary construc- 
tion, in which the wheels grind their way along the sides of 
the rails. The wear and tear of ties and rails is thus greatly 
reduced, because the flanges of the tires are always parallel 
with the rails. This m has been adopted on several 
lines of railway, both at home and abroad, and experience 
has shown that it possesses all the qualities and advantages 
claimed for it, while its application is increasing on those 
lines where it is already in use, and is ually extending 
to others. A practical test of its utility was afforded on 
Monday on what is known as the Northam curve just out- 
side the Blechynden tunnel, through which the railway 
es under the town of Southampton. This curve is only 

1¢ chains radius, and was traversed at a very high speed by 
the train, the royal carriage amine over it with a remark- 
able degree of steadiness, steadiness and ease of run- 
ning were observed on other parts of the line.” 





Gontributions. 





“imperceptible Slip” of Driving-Wheels. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

A letter from Mr. Thomas F. Krajewski, M. E., which 
appears in your issue for Dec. 14, 1877, contains an evident 
explanation (credited originally to a foreign source and 
given ina somewhat incidental way) for an alleged fact 
which has excited wide-spread interest and incredulity 
among railroad men; viz., that there is an important “im- 
perceptible slip” which takes place at high speed. As the 
phenomenon is one of real importance, it can do no harm to 
give the facts more definitely. 

Such a slippage must inevitably be caused when running 
fast by the centrifugal force of the counterweights, precisely 
as experiment has shown. The counterweights are propor- 
tioned to balance not only the revolving parts proper, crank- 
pins, coupling-rods, etc., but also the reciprocating parts, 
viz., the pistons and rods, cross-heads, and one-half the con- 
necting-rods. The latter do not revolve at all, and hence 
generate no centrifugal force, and all that portion of the 
counterweights which is added to neutralize their momen- 
tum generates an unbalanced centrifugal force which 
greatly varies the pressure of the driving wheels on the rails. 
This variation is easily estimated. The reciprocating parts 
of an ordinary passenger engine weigh upward of 800 
Ibs., and the counterweight for them is about 100 lbs. per 
wheel. A 5-ft. driving wheel, moving at a speed of 40 miles 
per hour, revolves about 240 times per minute, and at 60 
miles per hour about 330 times per minute. Then the cen- 
trifugal force at a speed of 40 miles per hour (assuming the 
radius of the centre of gravity of the counterweight to be 
1.'75 ft.) will be given by the formula :* 


100 Ibs. x 320? x 1.75 ft. 
; constant 2,935 
At a speed of 60 miles per hour it will be: 
100 x 3308 x 1.75 
2,935 

This centrifugal force is exerted at all times perpendicular- 
ly or “normal” to the circumference. Accordingly, when 
the weight is at the top of the wheel, just so much of the 
weight of the engine is taken off of the rail and supported by 
the centrifugal force; on the other hand, when the weight is 
at the bottom of the wheel the centrifugal force is so much 
added to the load. In other words, if the average or dead 
load per wheel be 10,000 Ibs., when the engine is moving at 
a velocity of 40 miles per hour, the load per wheel is alter- 
nately 

10,000 — 2,900 = 7,100 Ibs. = 
10,000 + 2,900 = 12,900 * 
Average....10,000 ** = 20 
When moving at a velocity of 60 miles 
is alternately 
10,000 — 6,500 = on Ibs. 7 tons 
10,000 + 6,500 = 16,500 “ = 33 
Average as before.. 10,000 “* = 20 

It is plain that this rapid alternation in load, occurring as 
it does several times in a second, gives abundant opportunity 
for an imperceptible slip without in any way diminishing 
the average power of the engine, perhaps even increasing its 
tractive force; and it is also plain that the phenomenon 
must have a mat¢rial influence on wear and tear, and may, 
although it does not appear that it ever has, have a material 
influence in the failure of bridges. The alternation, it should 
be noted, has no effect upon the action of the springs, since 
it isa force originating within the wheels themselves, and not 
communicated tothem. It cannot, therefore, be detected 
by the riding of the engine. 

The engineer quoted by Mr. Krajewski, proposes a new type 
of engine asaremedy. It would seem a simpler remedy to 
leave the reciprocating parts partly unbalanced in high- 
speed engines, The disadvantage would be almost nil when 
running with steam; when running without steam it might 
be put up with as the less of two evils, as it undoubtedly 
would be. 

A further puzzle in connection with this Subject is the 
alleged fact—not very strongly supported—that this slip- 
page is noticeably greater on descending grades at the same 
speed. A reason for some little difference of this kind is 
that an engine always ‘weighs more” on the rails when 
ascending a grade than when descending. In the former 
case there is, in addition to the dead weight, a certain con- | 
tinuous reaction required in order to maintain a uniform | 
upward motion inthe engine. In the latter case, a certain | 
fraction of the weight is continuously neutralized by the 


* See Trautwine's “‘ Pocket Book for Engineers,” p, 494, 


= 2,900 — Ibs. 


= 6,500 — Ibs. 


14, 2 tons for all four drivers, 
25. ™ 


per hour, the load 


for all four drivers, 
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act of descent. Thus, if a one-pound weight be alternately 
raised and lowered at a uniform velocity the strain upon the 
string will not be one pound in either case while in motion, 
but greater in ascending and less in descending. This seems 
very much like splitting hairs, but the importance of the 
fact increases with the square of the speed and with the 
square of the grade. At high speed on some given grade it 
might possibly cause an observable difference far in excess 
of its relative importance. Atleast the cause does undeniably 
exist and would seem the only possible explanation for such 
a phenomenon, if it exists. A, M. W. 


Spreading of Rails as a Cause of Accident. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

Since the Railroad Gazette commenced publishing monthly 
reports of train accidents, those caused by spreading of 
rails have been steadily on the increase, while the number 
of derailments from other causes have gradually diminished. 
The first monthly reports rarely recorded more than one 
accident from the spreading of rails, and some months not 
any were reported. For the month of January, 1878, nine 
accidents (derailments) are reported from this cause. In 
August, 1877, there were two derailments from this cause; 
in July, three; in August, 1872, one; in January, 1877, 
none were reported. In April, 1877, six; March, 1877, six; 
in October, 1872, three; and soon along back a few years 
there is no account of spreading of rails. Doubtless there 
has been, years ago, derailments that were not recorded 
that came from spreading of rails, but the records show a 
steady increase in this class of accidents. In the early days 
of the writer’s experience he had trouble on several occasions 
by the spreading of rails on new track in course of con- 
struction. 1t sometimes became necessary to get a construc- 
tion train on a turn-out as soon as possible in order to get a 
supply train past, and the train would be allowed to go on 
the siding before the track was fully spiked. No trouble 
was ever experienced with the ‘“‘ American” type of loco- 
motive in good condition; but we learned after a while that 
‘‘ten-wheelers” and old outside-connected scrap-heaps would 
crowd rails out of gauge at a fearful rate, and were not to 
be trusted on track not thoroughly spiked. An eight- 
wheeled locomotive, with a pair of “blind” drivers, 
would work safely on a track temporarily “ tacked” 
down, but an engine with all wheels flanged, 
and the flanges worn as thin as a_ knife-blade, 
and the cone of the drivers reversed by wear, and out- 
side-connected, would shovea rail out from under itself, 
or climb over it. But on roads that were completed and 
opened for traffic no cases of spreading of rails were known 
except those caused by bad shimming. The new, unballasted 
roads in New England required a great deal of blocking up 
in severe weather, and much of this work was improperly 
done. Wedges and round sticks were driven under the rails, 
raising them to such a height that the spikes could not enter 
the ties half their length, and there was spreading of rails. 
But track-men have since learned to shim track and make it 
safe from spreading, and the increase in the number of acci- 
dents from that cause is something worth studying. 

It is somewhat singular that with the present standard of 
railroad construction and maintenance, this class of accident 
should be on the increase, and the cause or causes thereof 
should be looked after. Since the reform in railroad prac- 
tice began, several years since, the writer has considered ac- 
cidents from spreading of rails as ‘‘ inexcusable,” and that 
they should be classed as such in the reports. But recent 
accounts of spreading of rails have caused him to modify 
this view somewhat. A recent report gives an account of an 
accident of this class on a road that stands in the front rank 
of first-class roads in America, and has one of the best-or- 
ganized and skillfully-managed road departments on the 
continent. However, accidents of this kind are very rare 
on the best-kept roads, and that they should occur at all on 
such roads as mentioned above is rather surprising. The 
nine accidents in January all occurred in the Southern and 
Western States, and on lines which, with one or two excep- 
tions, are not classed among the best roads in the country. 

It was once the fortune of the writer to undertake the care | 
of a road that had run down to a wretched condition. One | 
day while examining the road ona section with numerous | 
bridges, sharp curves and ties badly decayed, a freight train | 
passed, tearing out four rails. The rails spread, the wheels 
on the inner side of the curve dropping to the ties, and the 
rails were rolled over on their sides, rolling outward from | 
the track, An examination of the track in the vicinity 
showed itto be from one and a half to two inches wide 
gauge. The rails were badly worn and the spikes were 
worn through half their thickness. The combined wear of | 
the rails and spikes would make up more than one-half of | 
the excessive width of gauge. On the occasion referred to 
the train was a long one and some of the rear brakes were | 
set and the locomotive was working steam lively at the time | 
the rails were thrown out. This appeared to draw the | 
flanges against the inner rails—those in the middle of the | 
train—spreading the track so that the rear cars, whose | 
brakes had been released, dropped their wheels inside the | 
rails. There were other places on the road that seemed | 
equally favorable for a spreading of the rails and probably | 
would have been attended with similar results under like | 
circumstances, i. e., by setting the rear brakes and working | 
steam on a long train. From this I conclude that there may | 
be less economy in hauling long trains than is popularly sup- | 
posed. Of course it is easy to figure the difference in the 
cost of moving fifty cars in one train, and that of two trains 
of twenty-five cars each. The cost of oil, fuel, wear and | 

of engineman and fireman for extra engine and 
crew is readily apparent as increasing the cost 





|of transportation as compared to the long train | holding of 





draw-heads that are yanked out and delays and consequent 
rear collisions, and tendency to spreading of rails, together 
with other inconveniences which tend to destroy track and 
rolling stock, both by undue wear and increased liability to 
accident—when all these and more are considered, the econo- 
my of hauling long trains may not be real. 

It has been mentioned in former articles in these pages 
that locomotives have been frequently crowded over the rail 
when holding long trains on a curve and a down grade and 
when inadequate brake power was distributed throughout 
the train. Of course a force that would cause a locomotive to 
climb the rail must bring a tremendous strain on the rails 
and, besides the wear, exert a decided spreading influence. 
The slipping of drivers of locomotives while struggling with 
long trains is expensive, and, taking everything into ac- 
count, it would seem to be the true economy to run freights 
in sections that can be handled readily with one locomotive. 
While estimating the cost of transportation, its effect on per- 
manent way should not be forgotten. There is a constant 
struggle going on between track and rolling stock, and the 
manner in which the latter is handled is of vital importance 
to the former. While the rails are striving (so to speak) to 
maintain their relative positions, the wheels are forcing 
them further apart. 

When one reads of an accident from the spreading of rails 
the first causes that present themselves to his mind are an 
insufficiency of spikes, decayed ties or not enough of sound 
ones, long trains, and the infernal Modoc, Mogul, Consolida- 
tion and other monstrosities and abominations that locomo- 
tive-builders have thrust upon the railroad community. 

The condition of American railroads has improved of late, 
and with this fact in view the increase of accidents from the 
cause under consideration is somewhat anomalous, How- 
ever, it may be explained by another fact, viz.: The increase 
in the number of Mogul, and engines of alike character in 
use. There may be cases of spreading of rails on roads where 
no Moguls are used. Where soft timber is used for ties, and 
during wet seasons, and the rails not thoroughly spiked or 
braced, an ordinary outside connected locomotive will spread 
rails too fast for safety or profit. 

When the Americans produced the “‘ bogie ” truck they had 
done a good thing. They had discovered that a short wheel 
base was the thing for our light roads and curves of short 
radius; but they were not satisfied with good things; a loco- 
motive with a four-wheeled truck under its front end and 
four coupled drivers, and weighing thirty tons, would not 
destroy a road fast enough to suit a fast people, but the 
Mogul of sixty tons will do it with “‘neatness and dispatch,” 
and the railroad fiends who produced it howl with delight 
over their achievement. The amount of force exerted later- 
ally on the rails by locomotives running on curves has been 
elaborately figured up by some engineers, but a comparative 
estimate of the lateral strain brought upon the rails by the 
different types of locomotives would be interesting and profit- 
able. 

The verdict of the whole fraternity of track men is 
against the use of locomotives of the Mogul type, and they 
have a long list of first-class reasons to support them in their 
decision; but the master mechanics are strong, and their 
willislaw. It is believed that a return to the eight-wheeled 
inside-connected locomotive would be attended with satis- 
factory results, but that is scarcely to be hoped for. 

But this article is getting like the freight trains of the 
period—toolong. To shorten up, then; the object of this 
article is to call the attention of railroad managers to the 
increase of accident from the cause under consideration 
and suggest that the matter is worthy of a thorough in- 
vestigation. When accidents of a certain class are steadily 
on the increase it indicates something wrong and should be 
attended to at once. 

When one of the most skillful, hard-working and pain.- 
taking engineers in the country, with a well-organized force 
to assist him, cannot prevent the spreading of track, it is 
time to look about, to discover what new forces are at work 
and have the destructive agent removed. Butso long as this 
destroying angel is prowling about like a roaring lion, track- 
men should use every effort to strengthen his path that he 
may be cheated of his prey. Those whose supplies are lim- 
ited and who find it difficult to keep the rails in place with 
the means at hand may make use of the following: Double 
spike on curves, outside and in, or, if you have not spikes 
enough, take bridge spikes and spike on wooden bracesif you 
cannot get iron guard rail braces. If very bad, put on 
switch rods—strong ones. Look over the scrap heap and 
you can find something that you can use to advantage. See 
that the rails are well curved and he well on the ties and in- 
cline inward. A proper inclination will brace the rails 
wonderfully. 

The following from the Railroad Gazette of Jan. 25, 
1878, is worth reading and remembering: 

1877. 1876. 1875. 
Loose or spread rails 41 43 40 

Of the derailments for which causes are assigned the per- 
centage due to spreading of rails wasas follows in the sev- 
eral years: 
1877. 

10.1 


1874. 1873. 
16 13 


1876. 


1875. 1874. 1873. 
2 6.5 3.7 2.6 


Wm. S. Huntinerton. 





Transportation in Congress. 

In the Senate on the 11th: 

Mr. Matthews of Ohio, from the Committee on Railroads, 
re with an amendment in the nature of a substitute, 
the billintroduced by Mr. Dorsey, of Arkansas, on the 15th 
of January last, i sein S 0 alies PE oe ere 

Placed on the 


companies the bill.) : 
This bill provides, substantially, a substitute for the with 
the payments from government transporta 
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tion toward the payment of current interest on the bonds 
endorsed by the government, re Bor ee ~ 
cent. of the net earnings to a sinki now req! ry 
law. The substitute is the creation of a sinking fund by the 
sum now due from the Government from 


transportation, and 
a yearly payment of $1,000,000 each by the Central and | the 
1 is to accumv- | t! 


Union Pacific companies. This sinking fund 
late until 1900, when it it estimated that it will leavea 
balance of $51,000,000 due the Government. After 1900 
the companies are to pay one-fiftieth of the debt then due 
every six months, with the accummulated interest on such 
fiftieth at the rate then paid by the . on the 
greater part of its public debt. The law is to take effect as 
soon as either company shall accept it. 

In the Senate on the 12th: 

Mr. Thurman, of Ohio, called up the bill reported by the 
Judiciary Committee in regard to the Pacific Railroads sink- 
ing fund, explained its — insisted on the necessity of 
some legislation of this character, said that the pro 
bill protected the interests of other creditors as well as the 
Government, and argued that the bill was fair and just and 
liberal to the companies, as the Union Pacific could still de- 
clare yearly dividends of 414 per cent. and the Central Pacific 
of 6.4 per cent. after making the payments required by the 
bill. 

Mr. Davis, of Illinois, from the same committee, supported 
the bill, and argued ~ ape in favor of the right of Con- 
gress to pass such a bill. 

Pending discussion, the bill was laid aside. 





General Passenger and Ticket Agents’ Association. 


The semi-annual convention of this association met at the 
St. James Hotel, in Jacksonville, Fla., and_was called to or- 
der by Mr. H. C. Wentworth, President, Mr. Samuel Powell 
serving as Secretary. The roll was called, and the following 
gentlemen, representing the roads named, answered to their 
names: 

A. Anderson, Jeffersonville, Madison & Indianapolis. 

Cc. P. Atmore, Louisville & Nashville & Great Southern. 

Wm. Bonner, Chicago & Lake Huron. 

F. E. Boothby, Maine Central. 

S. C. Boylston, Savannah & Charleston. 

J. M. Broadus, Washington City, Virginia Midland & Great 
Southern. : r 

J. W. Brown, Indianapolis, Bloomington & Western. 

Reau Campbell, Montgomery & Eufaula. 

S. E. Carey, New Orleans & Mobile. 

A. V. H. Carpenter, Chi , Milwaukee & St. Paul. 

J. W. Cary, Lake Shore & Michigan Southern. 

F. Chandler, New Orleans, Jackson & Northern. 

F. W. Clark, Carolina Central. 

P. L. Cleapor, Northeastern (8S. C.). 

Geo. W. Cobb, Mineral Point. 

L. M. Cole, Baltimore & Ohio. 

Geo, L. Conner, Old Colony Steamboat Co. 

D. E. Cornell, Kansas Pacific. 

G. A. Dadmun, Philadelphia, Wilmington & Baltimore. 

G. H. Daniels, Chicago & Pacific. 

W. L. Danley, Nashville, Chattanooga & St. Louis. 

T. S. Davant, Memphis & Charleston. 

W. M. Davidson, Florida Central. 

H. M. Drane, Macon & Brunswick. ° 

John Eagan, Indiana) a & Lafayette. 

Charles L. Fitch, Mobile & Ohio. 

D. J. Flanders, Boston & Maine. 

E. A. Ford, St. Louis, Iron Mountain & Southern. 

H. N. Gilson, Tuckerton. 

. M. Hallowes, St. Johns. . 

. Heafford, Missouri Pacific. 

eakes, Evansville & Terre Haute. 

. J. Houston, Atlanta & Charlotte Air Line. 

. 8. Jay, —— — ~~ & ‘Traneportation Co 
. L. Johnson, Norwic ew Yor! ion Co, 
. C. Kendall, New York & New land. 

. A. Kingsbury. Marietta, Pittsburgh & Cleveland. 
Knight, Selma, Rome & Dalton. 

. Leavitt, European & North American. 

well, Burlington & Missouri River in Nebraska. 
_O. McDonell, Atlantic, Gulf & West India Transit. 

. P. McFaddin, New Jersey Southern. 

. A. Macmurdo, Richmond & Danville. 

ohn W. Mass, St. Louis & Southeastern. 

. F. Mills, Burlington, Cedar Rapids & Northern. 

F. R. Myers, Pittsburgh, Fort Wayne & Chicago (Penn. 
Co). 

Geo. Nason, Mobile & Montgomery. 

A. J. Orme, Atlanta & West Poin 

8. S. Parker, Louisville, Cincinnati & Lexington. 

S. F. Pierson, Cleveland, Columbus, Cincinnati & Indian- 
apolis. 

B B. ——. Wot pag ne PS at 

Samuel Powell, cago, Bur! a : 

Henry Pratt, Wisconsin Central. 

J. A. Robert, Georgia. 

E. St. John, Chicago, Rock Island & Pacific. 

E. H. Smith, Central of Georgia. 

F. E. Snow, Canada Southern. 

Henry Starring, Chicago & Towa. 

Samuel Stevenson, Cincinnati, Hamilton & Dayton. 

Jas. L. Taylor, Atlantic & Gulf. 

W. A. Thrall, Chi & Northwestern. 

J. E. Utt, Atchison & Nebraska. : 

. C. Wentworth, Michi Central. 
. White, Atchison, Topeka & Santa Fe. 
. E. Williams, Mobile and Girard. 
. W. Wrenn, Western & Atlantic. 
. M. Zimmerman, Camden & Atlantic. 
. H. Robinson, Mobile & Ohio. 
. F. Matthias, Paris & Danville. 
. Page, International & Great Northern. 
. Clark, Atlantic & Great Western. 
. F. Kendrick, Boston, Lowell & Nashua. 
. 8. Dunham, Chicago & Eastern Illinois. 
ve Leve, Georgia & Florida Inland Steamboat Co. 
. Carpenter, Jacksonville, Pensacola & Mobile. 
. Mayo, People’s Line of Steamers. 
. Thompson, Jr., Texas & Pacific. 
Hall Wabash. 


. L. Johnson, Keokuk Northern Packet Co. 
Jules Hoyden, Geneva & Cayuga. 


F. W. Boyd, Pennsylvania. 
Henry Monett, Pi Cincinnati & St. Louis. 
T. W. Price, Galveston, isburg & San Antonio. 


P. W. Barney, Champlain Transfer Co. 
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The first business of the convention was the election of | the 


Officers for the ensui ear. Mr. 8S. F. Pierson was chosen 
President; S C. Boylsto 


.-C. m, Vice-President; Nason, 
Memiee of Executive Committee. The be Prekieck Mr. 


session. Mr. C. P. Atmore was chosen to deliver the ad- 
meeting 


posed | C. Wentworth, of the Mic 





for “ conducting excursion and tourist traffic in the interest 
of railway owners, as di 





A ded to the re’ was a form of ticket or contract in 
ee wih tet eas A 


from scalpers or - | accordan long discussion 
lators.” The evils complained of are the use of caaaed yor | followed, the resolution to discontinue the issue of round- 
tions of excursion tickets sold at reduced rates, by ordinary | trip tickets being opposed by many mem 


travelers who have not fulfilled the conditions required of 
haser of such a ticket. This committee consisted of 
‘0 Wes 8 agents: W. A. Thrall, Chicago & North- 


reat Southern; John N. Abbott, Erie Railway, and L. P. 


ton, Chicago & Alton; C. P. Atmore, Louisville & Nashville 
F 


‘armer, Pennsylvania Railroad. 

This committee, with the exception of the two last-named, 
had a meeting in Chicago last December, at which, by their 
invitation, representatives of 38 other railroads were present, 
Mr. C. P. Atmore acting as President and George H. Heaf- 

4 and written suggestions as to the 
business in hand were received and discussed. Mr. Henry 
Central, and President of 
the General Ticket Agents’ iation, recommended the 
total abolition of excursion and tourist tickets, and offered a 
resolution to that effect, which was adopted by a vote of 28 
to 12, the resolution to be so construed as not to prevent a 
line’s using round-trip tickets between points which are 
local to another line in competition with it. The committee 
agreed unanimously to recommend this resolution for adop- 
tion by the Association. A motion was then made that in 
case the Association should not adopt this recommendation, 
a — of “‘drawback ticket” be recommended for this 
traffic. 

The committee say in their report: 

“Your Committee is impressed with the importance of 
careful procedure, for there are, doubtless, many localities 
where a judiciously-managed system of tourist or excursion 
tickets would be | gen of an increase of revenue. 
Whether this would counterbalance the depletion other lo- 
calities would suffer is one of the unsolved problems of rail- 
way economy which bid fair to be a disturbing element to a 
satisfactory adjustment of the pending question. 

“Preliminary toany effort in that direction, each inter- 
ested party must decide _ se whether or not to waive a 
present advantage, or suifer a temporary decline for the gen- 
eral welfare. If each and every road comes to the considera- 
tion of the matter with the determination to seek only the 

meral good, and abide the calm and matured judgment of 
the majority so far as to give the decision a trial, ee gy 
ae | be accomplished. If, on the con » each or 
each section, or any considerable number of roads in differ- 
ent sections, come determined to make no sacrifice, there is 
no sense in proceeding further with this attempt. 

“On one hand, we have those whose experience is that 
there is a class of ple who will not go abroad for pleasure 
at full rates, whether able or not; reasoning that whatever 
they pay for such purpose is a clear gain to the railways, and 
they will not, therefore, go away for a longer journey than 
can conveniently be accomplished with their own teams, with- 
out the railway companies will help them out by standing a 
share of the expense of a trip through remitting some por- 
tion of the rate for ordinary travel. 

‘* Again, others there are whose experience is, that while 
there are some of the class above described everywhere, the 
ew of pleasure or health-seekers are going at any rate, 
and whatever is made off from the first-named class is more 
than lost on the reduction suffered in favor of the go-at-any- 
price class. Here is a wide discrepancy in views. It is 
probably a matter of speculative opinion to a considerable 
extent, as the varying conditions of affairs in any and every 
community forbid any mathematical precision in determin- 
ing whether any giyen rate would be productive of more 
revenue than any other rate. Many figure it right out 
that a given number of passengers at four cents per mile 


would yield 33 per cent. more revenue than the same num- | ° ; 


ber of ngers at three cents per mile, of course; but 
there’s the rub—whether you will get the same number at 
four as at three, or within a sufficient approximation to war- 
rant maintai: the higher rate. Your Committee don’t 
undertake to settle these questions. It is a grave question 
among the greatest and best experienced men in the railway 
interest whether, as an axiom, it is best to work their lines 
with reference to maintaining the standard of tonnage or 
number of rs, or the derivation of an equal or 
greater amount of revenue from less carriage. The latter 
would seem at first sight to be the sound ‘theo: , but it is 
claimed, with great force, that the true way to work up toa 
large revenue is to create a necessity for the amount of tane- 
portation required to produce it, by rege A ublic 
up to that standa: by placing luxuries wi' till 
they become n ties. 


‘** And here comes in a problem which rs all theories 
—so many roads are of nécessity forced to live by the ‘ hand- 
to-mouth ’ system that the matter of ‘building up the pro 
erty’ as an investment or inheritance is practically igno 

d Whichever of the various theories may be the nearest to 
the ‘ philosopher's stone,’ or whether the railway interest is 
financially so situated that ‘returns ’ can be waited for until 
the country develops the property toa paying basis, is the 
Bas yng confronted by a gigan 

@ passenger c is mn a gigantic and 
ever increasing evil, which is absorbing a per centum 
of the — therefrom, through the ion of outside 
parties in the tickets issued for conducting a joint tourist or 
excursion business. And this evil seems to outweigh all the- 
oretical considerations of increase or diminution of revenue 
Soeng> Hoeat Sage. And it is to attempt to devise a 
remedy for this evil, if possible, without prejudice to reve- 
nue, that your Committee was created, and to the accom- 
plishment of which its thought has been directed, and the re- 
sult is as stated inthe resolution adopted by the advisory 
meeting, and made the basis of this report. 

‘“* Your Committee is aware of the great difficulty, if not 
impossibility, of accomplishing a full and radical reform at 
one effort; abuse is of = and lomg continued wth 

ny genesis. — e reform will of necessity fave to 
be pangprestve; hence, in case the Association does not coin- 
cide the opinion of the Commi that the evil is so 
mand the discontinuance of the joint jourist or 
excursion business between the different railways, except as 
provided in the resolution hereinbefore recommended, it is 
recommended to abolish the present of ee 
at a reduced price, and thus em into the of 
the public at than rate, without any practicable 
od of preventing their use by those for whom they were 

not intended, and substituting therefor the plan of sellin 
tickets for the round trip at full tariff rate; and, after their 
use in the manner contemplated, and by the purchaser, or 
ty for whom purchased, and so stated in the contract 
at time of purchase, and on due f thereof, as provid- 
ed in the contract of purchase, to re to such purchaser 
or the party named in the contract as the cestui que trust 
whatever sum is fixed upon as the rate of discount from full 
tariff prices, for tourist or excursion business. This, to your 


in excursion tickets by any party, 

short of tin’ the traffic q aA the Ook. 
mi! as to the main above set forth, 
submits form of ticket and con‘ to meet the al- 
ternative ding to continue in the tourist or excursion 


he foll 
western; A. V. H. nter, Milwaukee & St. | dra’ 
Paul; George H. Heafford Missourl “Pacific: James Charl- 





bers, including 
se the Southern itatives, and the resolution 
was finally lost. Mr. A. V. H. Carpenter then moved a 
resolution to adopt the form of ticket with full rates and a 
whack to be wed subsequently as proposed in the re- 
rt. This also called forth much o ition, and the meet- 
ng oopeeress before a decision was reached. 

t the afternoon session the annual address was read by 
Mr. George H. Heafford. It was on “‘ Railroad Ad b 
He in a humorous strain, referring to the famous 
Jason Excursion after the Golden Fleece, and doubting 
whether that was advertised as would be thought necessary 
in modern times. He then went on to speak of the many 
advertising devices now in use and their doubtful utility, 
and to the too great expenses now incurred for this purpose. 
Most of the flaming circulars and wonderfully constructed 
maps amounted to nothing securin; 
concerned. He believed that 
thought that the only really 7 
tion of short, pithy oof eoattien for) in good newspapers, 
and the employment of traveling passenger agents. 

Mr. Heatto ’s address was listened to with much interest, 
and portions of it were highly enjoyed by the convention. 
After the reading was concluded, invitations were received 
to visit Fernandina, St. Augustine and other ts. 

The discussion of the form of round trip tickets was then 
resumed, and a resolution was offered to limit the time for 
the use of tickets and to require some means of iden 
the person using them, allowing also the use of a draw- 
ticket. This also called out much discussion, and finally the 
matter was referred to a committee poneeng ot Messrs, A. 
V. H. Carpenter, G. Nason, W. A. Thrall, B. W. Wrenn, W, 
F. White, C. P. Atmore, G. H. Heafford, E. A. Ford and F. 
R. Myers) to devise a form of ticket which would protect 
the railroads. 

The resolution to abolish round-trip tickets was then recon- 
sidered. It was strongly opposed, especiafly by the Southern 
roads having a share in the Florida business, was amended, 
and was finally lost by a vote of 45 to 24. It may be consid- 
ered asa final decision inst the abolition of round-trip 
tickets. The convention then adjourned to the following 


day. 
The full report of the second day’s proceedings has not yet 
reached us. A tel phic report, however, states that tie 
convention, before adjourning, selected Chicago as the place 
for the next meeting. 


The Windsor House Meeting on East-Bound Rates. 


In pursuance of the object aimed at by the recent meeting 
of Western railroad managers, at the Grand Pacific Hotel in 
Chi , recently, and of other mee held east and west 
since October, a joint meeting of managers of East- 
ern and Western lines interested in the traffic from the West 
and Northwest to the East was heldat the Windsor House, 
New York, ns in the forenoon of Thursday, March 
7, the object being to consult on the practability of estab- 
ates eegeer rates on this traffic, and maintaining them 

e r. 


Companies were represented as follows: 
WESTERN COMPANIES. 
Baltimore & Ohio, by M. L. Doherty, General Freight 


n 
Southern, by W. K. Muir, General Manager and 
W. H. Perry, General Freight Agent. 
Chicago & Alton, by J. C. McMullin, General Superintend- 


nt. 
Shap & Lake Huron, by C. B. Peck, Receiver. 
Cleveland, Columbus, Cincinnati & Indianapolis, by H. B. 
Hurlbut, Vice-President. 
Detroit & Milwaukee, by Alfred White, General Freight 


Agent. 
frint & Pere Marquette, by H. C. Potter, General Man- 
ager, and D. Edwards, General Freight Agent. 

Grand Trunk, by L. J. Seargeant, Manager. 

Great Western, by G. B. Spriggs, General Freight t. 

Indianapolis & St. Louis, by H. B, Hurlbut, Vice-President. 

Lake Shore & Michigan Southern, by John Newell, Gen- 
“"atichigar ‘Central, b H. B. Ledyard, General Manage 

Yen , by H. B. ya e r 

and J. A. Grier, General Freight Agent. " 

Ohio & Mississippi, by M. L. Doherty, for the Receiver. 

Pennsylvania os , and Pittsburgh, Cincinnati & St. 
Louis, by J. N. ough, Vice-President, and Wm. 
Stewart, General Freight Agent. 

Vandalia Line, ty J. E. Simpson, General Manager. 

Wabash, by J. M. Osborn, General Freight Agent. 


EASTERN COMPANIES. 
Baltimore & Ohio, by M. L. Doherty, General Freight 


Agent. 

Boston & Albany, by Wm. Bliss, General Manager. 

- ~ Vermont, by L. Millis, General Superintendent of 
raftic. 

nme 4 G. - Shade, ng San Deneve: 

rand Trunk, by L. J. Seargeant, ic Manager. 

New York Central & Hudson River, by J. H. Rutter, Gen- 
eral Traffic oy 
P Pennsylvania Railroad, by A. J. Cassatt, Third Vice-Presi- 

ent. 

There were also present: 

Albert Fink, Trunk Lines Commissioner. 

N. Guilford, Western Commissioner. 

Mr. J. N. McCullough, of the Pennsylvania Company, 
presided, and opened the meeting by sta its objects. 

It was announced by Mr. Blanchard, of Trunk Lines 
Executive Committee, that it was desirable that the decision 
on the subjects under consideration should be made by the 
Western companies exclusively, as they concerned east. 
bound traffic. 

Mr. Fink addressed the eS some length; presented 
statistics of the distribution of traffic from some leading 


Western shipping points, from which it aj that the 
roportion 0 tained by each road has not been notably dif- 
eons since the railroad war than at other times, so that no 


one seemed to have gained any traffic by the change; he also 
showed the losses that have been incurred by the great re- 
duction of rates, which, estimating the receipts at a regular 
tariff of 35 cents, instead of 40 cents as last agreed upon and 
maintained for some weeks, have amounted to many millions; 
and he urged not only a restoration of rates, but wy ery 
of measures which would prevent future troubles of this 

But he had no faith that the 


ities and —s 
, | rates could be prevented by any agreement or com which 


did not take away the motives for such action. But if the 
roads should agree to divide the traffic at the com 
points, there would be no temptation to cut rates. no 
precede empra rp fy vesharnentage epimers | If the 
companies could not agree upon proportion each should 
have, they should leave the division to arbitration. Node- 
cision of an arbitrator could inguse any semanny 59 gaEy 
ne he contitaanse 48 Gp ea eer 

Mr. G. R. Blanchard, of the Erie, and Mr. J. H. McMul- 
lin, of the Chicago & Alton, indorsed Mr. Fink’s views, and 
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finally, Mr, H. B. Hurlbut of the Cleveland, Columbus, Cin- 
cinnati & Indianapolis, offered the following: 

“* Resolved, That it is the sense of this meeting that it is 
desirable to establish equitable divisions of east-bound 
tonnage from the principal competing points and districts; 
and that the Commissioners be requested to report a detail 
plan for the same into practical operation. And 
we agree to abide by the plan and percentages they may 
after full hearings, so to each company, for the period 
of six months.” i 

No objection was made to this, and on taking a vote all 
the lines represented voted for adopting the resolution, ex- 
cept the e Shore & Michigan Southern, whose represen- 
tative, Mr. Newell, stated that he was not authorized to act 
upon that subject without further conference with the Presi- 
dent of his company. 

The meeting then adjourned until 8 p. m., when Mr. Hurl- 
but offered his resolution in the following modified form: 

‘* Resolved, That it is the sense of this meeting that it is 
desirable to establish equitable agreed divisions of east- 
bound freight (not inch live stock) from the principal 
competing points; and that the Commissioners be requested 
to report a detailed plan for carrying the same into effect; 
and we agree to abide, for the period of three months, by 
the plan and percen they may, after full hearings, so 
—s to each company.” 

This resolution was adopted by a unanimous vote of all the 
roads represented. 

REPORT OF THE COMMISSIONERS. 

Commissioners Fink and Guilford then submitted the fol- 
lowing report: 

“To carry out the intention and spirit of the resolution 
passed by the meeting, the committee appointed to recom- 
— a plan for a division of the east-bound tonnage recom- 
mend: 

“1, That the division shall be made from the following 
a Chicago, Milwaukee, Detroit, Port Huron, Toledo, 

t. Louis, Louisville, Mississippi River points, Cincinnati, 
Indianapolis, Peoria, and such additional points as may 


hereafter be found ace 

‘2. The said division of business is to take effect on the 
same day that rates are restored. 

“a m that day daily reports of the business trans- 
acted by each competing line be made to the Commissioner 
of the Western roads or agents appointed by him, and that a 
condensed statement of said reports be furnished to each 
a road at each point. 

‘*4, The Commissioners, as soon as practicable, shall hear 
all questions involved in the divisions of east-bound tonnage, 
and shall endeavor to secure an agreement thereon between 
the railway companies interested. 

‘‘The said Commissioners, in case of disagreement, shall 
determine the percen' of the to to which each 
competing line is entitled, and prescribe the necessary 
rules and regulations for ing the same into effect. 

‘Tn case of a decision having to be made by the Commis- 
sioners, the several parties interested in the same shall pre- 
sent all information and facts bearing on the subject, and the 
same shall be taken into consideration by the Commission- 
ers, without restriction as to any particular basis upon 
which said decision shall be made. 

‘5. In case questions of any nature arise in the course of 
carrying out this agreement, or which are not provided for 
herein, and which cannot be settled between the interested 
parties, they shall be referred to the Commissioners for de- 
cision; and if such decision is not satisfactory to the parties 
interested, they may appeal to arbitrators to be selected by 
themselves; but ag ee | such ap 1 the decision of the Com- 
missioners shall be bin and shall be carried out. 

‘6. No deviation from the rates which wer be established 
from time to time shall be made by any of the roads except 
by authority of the Western Commissioner, and with a view 
of ofecting the agreed division. 

““?. Pending the decision of the Commissioners regulating 
the division of business, they shall see that no road receives 
an undue proportion of business, and shall be empowered to 
take the necessary measures to prevent the same. 

‘**8, Should questions arise as to business of cross roads or 
feeders of the main — cannot be satisfactorily ad- 
justed in —— with the object and intention of this 
agreement, the s shall take such action as the Commis- 
sioners shall determine upon such traffic. 

‘We recommend that this report, with such changes and 
amendments as may be made by this meeting, shall constitute 
a contract between the parties, and be signed by them. The 
Commissioners to secure the consent of the parties not rep- 
resented, viz.: Chicago, Milwaukee & St. Paul; Chicago & 
Northwestern; Chicago, Burli m & Quincy; Cincinnati, 
Hamilton & Dayton; Indianapolis, Cincinnati & Lafayette; 
Indianapolis, Peru & Chicago; Atlantic & Great Western; 
Indianapolis, Bloo m & Western; Toledo, Peoria & 
Warsaw; nines, Rock Island & Pacific; Peoria, Pekin & 
Jacksonville; inois Midland; Chicago, Pekin & South- 
western.” 

This report, submitted by Messrs. Fink and Guilford, was 
unanimously adopted. 

On motion of Mr. Blanchard it was resolved unanimously 
that east-bound rates be advanced Monday, March 11, to the 
basis of 30 cents per 100 Ibs., fourth class, from Chicago to 
New York. 

The meeting then adjourned subject to the call of the Chair- 
man. 


American Exhibitors at the Paris Exposition. 





From the list of American exhibitors at Paris we take the 
following, who exhibit the articles with which our readers 
are most concerned: 

Oliver Ames & Sons, North Easton, Mass.—Shovels. 

Allen & Rueder, No. 302 Broadway, New York—Pneu- 
matic Riveter. 

Asher & Adams, New York—Ma) 


American Watch Co., Waltham, Mass.—Watches and 
Movements. 
. American Fence Co., No. 86 Mangin street, New York— 

ence. 

American Society of Civil Engineers, New York—Plans 
and Models. 

Louis Begaer; Welsdughon, B Othe Beariogn, 

uis r. nm, D. C.—Glass ngs. 
Barnum “Richardson “Co. Lime Rock, Conn Chilled 


Car Wheels and Cold Blast Tron. 
Baldwin Locomotive Works, Philadelphia— Locomotives. 
Brown & Sharp Manufacturing Co., Providence, R. I.— 
Machine Tools. 
J. R. Baker, New York—Anti-Friction Metal. 
Blake Crusher Co., New Haven, Conn.—Stone Crusher. 
J. G. Brill & Co., Philadelphia—Street Car. 
George V. Cresson, Philadelphia—Shafting. 
: = Brothers Manufacturing Co., Chicago—Malleable 
ron 
Henry Disston & Sons, Philadelphia—Saws and Files. 
C. H. Delamater & Co., New York—Shearing Machines. 
P. H. Dudley, New York—Plans. 
Austin G. Day, New be i Wire. 
— Crucible Co., Jersey City, N. J.—Graphite, Pen- 
cils, ete. - 


j — - — —_—— — - - _ 
| W. &B. Douglass, Middletown, Conn Fe 
| Darling, Brown & Co., Providence, R. L.— id Tools. 

| Thomas A. Edison, Menlo Park, N. J.—Telegraph and 
| Electrical Instruments, 

| MB. Edson, New York—Gauges. 

Eames Vacuum Brake Co., Watertown, N. Y.—Vacuum 


Brakes. 
Fairbanks & Co., St. ohenteny, © )-Gaen 


T. J. Fales, New York—Baxter —. 
J. A. Fay & Co., Cincinnati, O.—Wood-working Machin- 
ery. 
‘L. B. Flanders, Philadelphia—Planing Machine. 
Gardner & Co., New York—Perforated Seats. 
E. & F. Gleason, Philadelphia—W ood-working Machinery. 
| David C. Green, New York—Feed-water Heater. 
Merritt Gally, New York—Speed Regulator. 
Elisha Gray, Chicago—Speaking Telephone. 
Home Scale Cu., Rutland, Vt.—Scales. 
Hercules Co., Newark, N. J.—Lever Jack. 
Hoopes & Townsend, Philadelphia—Bolts and Nuts. 
Anton Heim, New York—Leather Belting. 
J. B. Hoyt & Co., New York—Leather Belting. ; 
E. Harrington & Son, Philadelphia—Hoisting Machine. 
Lobdell Car-Wheel Co., Wilmington, Del.—Car Wheels 
and CMfilled Rolls. 
Ezra F. Landis, Lancaster, Pa.—Portable Forge. __ 
Morse Machine Co., New Bedford, Mass.—Twist Drills. 
National Car Spring Co., New York—Car Springs. 
Northampton Emery Wheel Co., Leeds, Mass—Emery 
eels. 
Nathan & Dreyfuss, New York—Lubricators, etc. 
Ohio Tool Co., Columbus, O.—Hand_ Tools. 
F. S. Pease & Co., Buffalo, N. Y.—Oils. 
Pancoast & Maule, ng aE 
Pullman Palace Car Co., Chicago—Model 0 
Philadelphia & Reading Railroad Co.—Loco' 


i 


Cutter. 
motive. 


factures of Iron. 

Pickering & Co., Portland, Conn.—Governor. 

S. E. Robinson, Newark, N. J.—Wrenches. 

C. B. Rogers & Co., Norwich, Conn.—Saws and Planer. 

C. B. Richards, Hartford, Conn.—Steam Indicators. 

John Stephenson & Co., New York—Street Cars. : 

Striedinger & Co., Brooklyn, N. Y.—Model of Blasting 
Apparatus. m3 

Stephens Vise Co., New York—Vises. 

E. K. Sargeant & Co., Newark, N. J.—-Boiler Detergent. 

Stow Shaft Co., Philadelphia—Flexible Shafts. 

Charles A. Schieren, New York—Leather Belting. 

Stanley Rule & Level Co., New Britain, Conn.—Rules 
and Levels. 

John J. Tower, New York—Locks, Wrenches, etc. 

United States Wind Engine and Pump Co., Batavia, [Ill.— 
Wind Mills. 

Valentine & Co., New York—Varnishes. 

Victor Sewing Machine Co., Middletown, Conn.—Drill 
Chucks, etc. 

Westinghouse Brake Co., Pittsburgh, Pa.—Atmospheric 
Brakes. 

Whitney & Sons, Philadelphia—Car Wheels. 

Walton Bros., New York—Lanterns, etc. 

D. E. Whiton, West Stafford, Conn.—Lathe Chucks, eté. 


model of a car; two or three exhibitors of street cars, which 
are already py well exhibited on the streets of many of 
the principa. 


railroad appliances as switches and switch stands, frogs, 


many varied and ingenious forms. 
The Missouri Law Regulating Rates. 


In The Public of Feb. 28 the following is published. It 


long a resident of Missouri, and made a special study of 
transportation questions: 

Three or four years ago, when the so-called Granger ex- 
citement was prevalent at the West, and all sorts of small 
politicians were marching to the front -with ignorant devices 
to protect the ‘“‘dear people against soulless corporations,” 
the Legislature of the State of Missouri passed an act to 
regulate the rates and to create railway commissioners. That 
the railroads in that State were generally bankrupt, not- 
withstanding the alleged extortion of their charges, did not 


est consequence. But, being considerably more ignorant 
than legislators of like temper in other Western States, they 
contrived to pass an act which for solemn and owlish stu- 
pidity probably has nowhere been . Itassumed to 
require an immediate reduction in rates charged by all roads 
in the State, and persons prominent in connection with the 


will of Missouri. 


ought to have known from the first, that there were a 
few other laws of the State, which had been passed before 
the vast wisdom of modern legislators was recognized. For 
instance, there was a law chartering the Louisiana & Co- 
lumbia Railway Company, passed in 1837, and amended at 


to other companies, and many other acts. Under these acts 
owned by the existing companies, and_ these charters abso- 


as to rates below certain named limits. True, the right was 
specially reserved to the State to purchase the 
forty years, but with four years’ notice. Charters more or 
less of thischaracter were granted until 1845, and it may be 
doubted whether anybody knows how many of them are 
still alive, and lawfully in possession of existing railways. 


others absolute power was given to directors to fix rates, pro- 
vided they did not charge more than 10 or 121% cents per 
mile. In 19 of the original charters which we happen to 
have at hand, the following words appear: 

‘** Said company shall have general power to use, manage, 
control and enjoy said railroad; shall determine what kind 
of carriages shall be used thereon, and by whom and in what 
manner, and shall determine the terms, conditions and man- 
ner in which merchandise, property and passengers shall be 
transported thereon. * * Said company may receive such 


Other charters, many in number, limited the rates to ten, 
and some to seven, cents per mile. Others merely extended 
to the pro road ‘all the franchises previously granted” 
to some other road of the classes already named. Others 
still authorized branches to be built, with the same fran- 


provisions of the charter of the St. 
granted in 1837, and was authorized to build “any exten- 
sion into the southwestern of the State.” In 1845 


Louis & Bell 





part 
general act provided in section 7 that all charters subse- 





carries the more weight because the editor of The Public was | 


sundry times, and at sundry times extended in its provisions | 


railroads had been built which, with the charters, were now | 


In some of these old charters rates were not limited at all; in | 


leview, | 


} 
» & | 
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| to obey its latest act. 


nh original contracts at the time of reorganization 
| Wl 


| higher rates, may of course resist. As these 
} found in 


| Missouri, the state is likely to find out in due time what it 
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851, this little obstacle was removed for the Missouri 
Pacific by an act providing that this section should not apply 
to that road, and in the same or similar ways very many 
other roads were afterward exempted. We have forty- 
nine charters of Missouri roads, all believed to be legally 
alive and rightfully owned by some company, which thus 
surrenders the power of the State to control rates. 

In due time it dawned upon the railroad commissioners 
that there were difficulties. But they looked to the reorgan- 
ization of some roads about ten years ago, and found in the 
acts of 1868 provisions that the roads then reconstructed 
should not be subject to the control of the state for ten years 
thereafter, and then concluded that, although the act Ccreat- 
ing them and empowering them to control rates at once was 
actually void when it was passed, because not applying to 
any company, still it might apply to some s in 1878, 
And thus, after hibernating for some years, the solemn act 
of the Missouri Legislature now emerges, and the commis- 
sioners propose to enforce it. We venture to predict that 
they will raise for the state the largest crop of law suits ever 
produced within a year in any civilized country, and that 
the lawyers hired by the state will recover ten times as much 
in fees as the state will ever recover in penalties for refusal 
To what extent the state could or did 


found a difficult 
fully empowered, in origin 


uestion. Companies which are 
grants or contracts to char, 
nts will 


ssion of nearly every railroad company in 


| costs to elect donkeys to make its laws. 


f Sleeping Car. | 
Philadelphia & Reading Coal & Iron Co.—Coal and Manu- 


| 





| 


The above list shows two exhibitors of locomotives, one | Current balances due from lessees ‘ 
being a railroad company which does not manufacture for | Sundry Drs................2..0.0ecseeeeeeee eee eee eees 3, 
sale; no exhibitor of railroad cars, but one (Pullman) of a | Cash and cash assets 





ANNUAL REPORTS. 


United States Rolling Stock Company. 
The report is for the calendar year 1877. 
The productive property of this company consists of the 
following cars and locomotives, the list of which shows how 
many were in service and how many idle at the close of 


1877, as well as the total number: 


In service. | 

















Description. Idle. Total. 
On me alt Tee ; 52 52 104 
Passenger cars...... 41 24 65 
Combination cars. 3 1 4 
Baggage cars.... . we 16 7 23 
oe SE ee a eee 1,926 109* 2,035 
ee oe ES RR 482 19* 501 
Gondola cars.... ....... he 994 22 1,016 
Oll tamk Oare..........:..... : 119 11 130 
Refrigerator cars. ............ 118 12* 130 
Dump coal cars............ ’ . ee ees 25 
af ae See |W aeehuite 125 
SEGUE CORE ORES. . oo oso ccc ccc levstcccecect | 26 26 


* These cars idle at Chicago works undergoing repairs and im: 
provements. 


The following is the balance sheet: 
ASSETS. 





Construction—Total cost of stock........... ......... $5,047,074.85 

pus Sit enaiiaahdunsiet each 146,712.10 

479.90 

Mie 6 NewnGnee'ays @un ah wmkwiedes meameiee 410,309.34 

| Chicago works and materials........ ........... 148,272.11 
| Urbana buildings and tracks and materials 88,307. 
Office furniture and fixtures........ .............008. 2,595. 
DL = scan and cones ue dantavereerebSa 5,995, 


cities of Europe; three or four exhibitors of | 
cast-iron car-wheels; and apparently no exhibitors of such | 


crossings, rail joints, nut-locks, track tools, and the scores of | 
other articles which are purchased in this country in so | eserve aoceustt $e Dec. 51, 1506 
| Dividends uncalled for, Nos. 5, 6, 7 and 8 


LIABILITIES. 
Capital account, total share issue 





Bills payable an 
eames gg eR HT omevieenbamtes su ahes 
Sundry Crs., _ for current supplies, pay rolls, etc.. 


| SE EE As Cabaaves cova ncish .uaace oben cshtecte 14,219.25 
I RIO 04) wenn nacdendasccusnvtesecesdeaes’ 1,215,995.29 
Income account, applicable to dividend and re- 

GSU a Secatede «BUR ies twececcn! Kas cccwtetaandoucn tee 254,949.73 


: $7,062, 746.91 

* Exclusive of dividend No. 8 already paid. 
The United States Rolling Stock Company was organized 
rimarily to supply rolling stock, at a rental ogres: upon 
beforehand, to the Atlantic & Great Western Railroad. 
Its equipment was purchased when prices had reached their 


| maximum, but only a very short time before they began to 


fall. The present prices are not much more than half as 


| great as it paid, so that its capital naturally is now much 


seem to the Solons of the Legislature a matter of the slight- | 


Granges were selected commissioners to enforce the sovereign | 


They presently found, as every member of the Legislature | 


lutely exempted the companies from all control by the State | 


s after | 


greater than the value of its property. As will be seen by 
the President's report, the charges made in reconstructing 
cars will gradually make a change in this. 

The income account shows: 


Income Derived from 





inna crkus ‘bags nehcva soegadskhmneicawaltete eas lie $346,550.33 
I, iin Ss ais Sindh neuic SoS ds babibag ee vuaceasvivcsede uh ate 231,397.15 
III 5) ses rns ae chs 05094 4h eae. a Nauictaidbcan waded 7,638.86 
Profit on work done for others at Chicago Works..... 783.44 
OE a ceicten S5anitins Gh Ue Cae ents POE $586,369.7 
Charges against Income. 
MINI OE MINE MIE «55.0555 ck v0 a ceces cescss savennes 460. 
RM NER cs, a6. 0 sn ben SCS e's Dawn ded Gldcicus Dee 1,042.30 
PS IB oe 5 00000 sone vivdsibnn Venetassetucesti 3,222.49 
PE Es SN cn ans consis nbladcicedtsl vos, aaneeee 1,154.79 
inn cs bakeu dex 64ndess sews dcheweed sevterdskheosedel 1,250.94 
5 A GR INIINN 055.0 nr: 4s asa wnwedins e000 ke 4'seenswnneh 8,473.27 
Taxes..... | not paid by lessees and on................ 11,676. 
| Insurance. | Chicago and Urbana properties.......... 14,453.62 
General expemses........ ......... 77,577.68 
Loss by uncollectable accounts ... $10,419.34 
Loss by depreciation on furniture......... 91 
—_——_—s—_:11,068.25 
Balance net income for the year................. ..... 357,989.73 
$586,369.78 
| To Dividend No. 8, paid Sept. 1, 1877.................. $103,040.00 
Balance applicable to dividend and reserve......... - 254,949.73 


| sure of the company’s profits. 


tolls and freights as may be determined on by the directors.” | 


chises, from almost anywhere to almost anywhere else. Thus | 01 
the Fron Mountain had revived for its benefit, in 1851, the | 


This net income is equivalent to 7.1 per cent on the capital 
stock of the company. The necessity of providing a large 
reserve for renewals, however, make this an improper mea- 

The dividends actually paid 
from the earnings of the year were 414 per cent., the same 











| as in 1876. 
The receipts from each class of rolling stock for three 
years have been: 
1875. 1876. 877. 
Locomotives ....... $69,985.85 $104,509.69 $77,047.83 
Cars — 
Passenger .... ..... 39,476.81 52,442.17 28,846.09 
Combination . 2,366.07 2,529.60 1,975.94 
é 8,676.65 5,940.28 5,515.82 
Box.... 125,497.51 161,827.42 145,785.22 
139. 69,980.87 1,279.48 
. 80,644.15 60,026.93 
7 22,811.34 10,175.44 
13,218.72 4,582.56 
2,587. +725.00 
+e 9,590.02 
36,775.30 231,397.15 
$555,267.10 $557,947.48 
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The passenger cars here are seen not only to have earned 
very much less than in the centennial year, when there was 
an exceptional demand for them, but per cent. less than 
in 1875; and there seems to be, indeed, t difficulty in 
renting such stock. The locomotive too, is hard to 
dispose of. The cars which earned more in 1877 than in 
1876 are not to be made out from the report, as the increase 
was almost solely in car mileage i t is, in the al- 
lowance per mile actually run, the same as is id for cars 
running from one road over another. This allowance was 
one cent per mile for the first half of the year, and three- 
quarters of a cent afterward. 

For 1877, 40 per cent. of the company’s earnings were 
from such payments for mileage. Not one-fifth as much was 
ever received from this source before, indicating that this 
method of hiring cars has been preferred recently. 


PRESIDENT’S REPORT. 


The report of Mr. J. B. Hodgskin, the President of the 
company, is as follows: 

‘* The first half-year of 1877 showed an increase in earn- 
ings over the corresponding half-year of 1876 of $24,779.66. 
This growth in earnings has not been maintained during the 
second half-year, although the decrease for the latter period, 
as compared with the corresponding period of 1876, is only 
nominal. 

“The slight decline and the failure to show an increase are 
due to two causes. As already advised in the report of last 
July, the railroad companies of the country, in June last, by 
unanimous action, reduced the mileage on all freight cars 
from one cent to three-quarters of one cent per mile; for all 
cars leased on current mileage this has reduced our income 
one-fourth, while on renewals of leases at fixed rentals, we 
have had to submit to a similar reduction. The second and 
most important cause, however, is that the last half-year of 
1877 compares with the Centennial Exhibition year 1876, 
when the passenger traffic of the country was unprecedented. 
The falling off in earnings from locomotives and passenger 
ears, due to this cause alone, during the six months under 
consideration, reaches nearly $40,000. In view of the two 
circumstances named, it is satisfactory evidence of healthy 
growth that the decline has been so slight. 

‘* The gross earnings for the entire year 1877 are in advance 
of those of 1876 by $13,426.46; but the net earnings, estab- 
lished according to the former system of accounts, show a 
decrease of $10,779.56—a total difference of 824,206.02— 
against the present year. This difference is mainly due to 
increased taxes, increased legal expenses, and losses by bad 
debts. The increased taxation is upon our Chicago works, 
which did not appear atall last year. No amount of care 
and watchfulness could guard us entirely from losses by bad 
debts in times like the present. We can only congratulate 
ourselves upon our comparative immunity. e increase in 
legal expenses has been largely due to the same cause. In 
other respects our business and expenditures have not varied 
materially. 

‘In accordance with the wishes of many shareholders, a 
change has been made in the method of dealing with the re- 
pairs, with respect to income. Heretofore Income Account 
was charged every year with only so much of the cost of re- 
pairs as was properly chargeable to lessees, but not recovered 
from them. All other repairs, in the nature of renewals and 
replacements, to maintain the entire rolling stock in a con- 
dition of first-class efficiency, were charged to Reserve 
Account, which was originally created for the p 
of a sinking fund, to meet the gradual wearing-out 
of the equipment, and to provide for its ultimate com- 

lete reconstruction. It has been objected, with some 

orce, that the separation of these two different classes 
of repairs is illusory, and that the Reserve Account 
itself is liable to misinterpretation. It has, therefore, 
been deemed best to abandon the separation, and to 
charge annually all repairs of whatsoever description (other 
than actual betterments) to Income Account direct. The 


latter will thus show each year the result of the year’s busi- | ; 


ness in its entirety. 

“The Income Account this year is submitted on the fore- 
going basis. It shows absolute net earnings of $357,989.73, 
out of which a dividend of 8s. per share was paid in August 
last, leaving $254,949.73 to be still p Aira go) I recom- 
mend the payment of a dividend of 214 cent. or 10s. per 
share, amounting to about $126,000, and leaving $128,949.73 
to be carried to Reserve. 

“The total amount of repairs, $98,460.62, represents by 
far the largest amount of work done by us during any one 
year. Owing to the numerous changes in railroad business 
and management an unusual number of cars have changed 
lessees, and consequently required thorough overhauling at 
our expense; and since the possession of the Chicago shops 
we have allowed no car to pass through our hands without 
making it in every respect equal tonew. 1,177 freight cars 
have been thus overhauled or rebuilt a the year, besides 
9 passenger coaches, 3 baggage cars and 10 e es. In this 
work our Chicago shops have been of extraordinary advan- 
tage to us, saving at least thirty per cent. on the total cost of 
ag besides turning out a superior quality of work. Not 
only docs the improved condition of the equipment give 
great satisfaction to lessees, but such lots as have re- 
turned to us after eight or ten months’ service show a mini- 
mum of repairs required. I estimate that we have reached 
the maximum of annual repairs, and that in no future year 
is a larger sum likely to be required to maintain the present 
degree of efficiency. 

“In addition to the repairs, the sum of $33,119.14 has 
been expended in entirely new construction and betterments, 
making an actual addition to the numbers of the equipment 
of 12 refrigerator cars (2 not yet completed) and 23 gondo- 
las, while a further sum of $39,575.69 has been drawn from 
the reserve to pay for the conversion of 115 box and 5 stock 
cars into refrigerators, and of 75 dump cars into gondolas, 
besides an infinite variety of minor work. From these 
newly-constructed and converted cars the increased income 
has been derived, which has enabled us to nearly offset the 
great reduction in rates during the latter half year. 

“Tn all reconstruction of the kind just mentioned Con- 
struction Account is in all instances credited with the full 
original cost of the old cars, while all the old material enters 
into the new cars only at its present market value, so that in 
every case of reconstruction the new car stands u the 
books at its present value, which is considerably wae its 
former valuation or cost. In this manner the construction 
account will be gradually brought to a point where the en- 
tire equipment will always represent its actual market value, 
irrespective of cost. If the shareholders approve, the prac- 
tice will be persevered in until the equipment itself, irre- 

tive of all other assets, shall represent at market values 

e full par of the company’s share capital. 

““A further change has also been madein Reserve Ac- 
count. It will be remembered that this account is repre- 
sented largely on the other side of the balance sheet by the 
amount due from the Atlantic & Great Western Railroad 
Company and the claim against Messrs. 

Goldschmidt, both in litigation. In order to present the ac- 
counts in the clearest possible manner, I have caused 


these 
litigated ith other doubtful 
mae Pernt get ag Me Pont beer oo 


THE RAILROAD GAZETTE. 


137 





| Serve Account in Suspense,” lea an unquestioned bal- 
;ance on Reserve Account of $ 767.59, which will be 
| swelled by the present balance of income to 717.32. 
| The value of the Romeo Account in Suspense, will, of course, 
| in a great measure turn = the result of the two gees 
| lawsuits. But whatever the result may be, it is just an 
fmt that the amount should stand entirely disconnected 
rom the other assets of the company. 

‘*Tn explanation of these c’ in the accounts it is but fair 
to remind the shareholders that the business of the company, 
at the time of its incorporation, was entirely novel, and that 
it has since been the subject of many fluctuations and 
changes, and that only within the last two years has it as- 
sumed its present regularity. 

“No decisive result has been obtained in either of the two 

t lawsuits of the company, but satisfactory progress has 
nm made in each of them. 

‘* With the Receiver of the Atlantic & Great Western we 
have unfortunately an additional point of difference, he 
claiming the right to pay us the reduced rate of current 
mileage on a part of the cars leased to him; we claiming that 
our contract calls for the specific rate of one cent per mile. 
The matter has been referred to the Court by which the Re- 
ceiver was appointed, but has not yet been decided. 

“The year just closed has been an extremely trying one 
to every kind of business in all parts of the world alike. The 
results obtained by your company, while not brilliant, are, 
under the circumstances, gratifying and encouraging. They 
have been largely to the untiring energy and devotion of 
every officer of the company, aided by the advice and sup- 
port of an active and watchful board of directors, to all of 
whom my warmest thanks are due.” 


THE SCRAP HEAP. 


Railroad Manufactures. 

The Rogers Locomotive Works, at Paterson, N. J., last 
week shipped a locomotive to the Atlantic, Gulf & West In- 
dia Transit road in Florida. 

The Danforth Locomotive Works, at Paterson, N. J., have 
just completed an iron bridge of 175 feet span, and are build- 
ing. one of 300 feet span to go to Hayti. 

he Tanite Co., at Stroudsburg, Pa., last year = 
$60,000 worth of its emery s to England to fill orders. 
The Westinghouse Air Brake Co., of this city, have re- 
ceived orders from English, French and ro railroads, 
aggregating one million and a quarter of dollars in gold. 
The trade in the United States is duller than in former 
a Telegraph. 

The Verona Tool Works, at Pittsburgh, are running to 
their full capacity. 

Miner & Brother, at Wei rt, Pa., are at work on a large 
order for pumps from a New York firm. 

The Scottdale (Pa.) Rolling Mill started up Feb, 25, after a 
stop for repairs. 

e Morse Bridge Works, a new concern, have meen 2 
four acres of land at Youn; wn, O., and have begun the 
erection of shops there. The company has already secured 
several orders for bri 

The Pittsburgh, Fort Wayne & Chicago Railway Co. 
is receiving proposals from all the car builders in the 
country for the construction of 1,500 new box-cars, to be 
finished at as early a date as ible. The company is now 





urposes | building 500 freight cars at the Fort Wayne shops.—Chicago 


Times. 

Lucy Furnace, at Pittsburgh, during the week ending Feb. 
16 made 778 tons, 1,806 pounds of pig iron, of which 91.9 
per cent. was ded No. 1; 0.6 per cent. No. 2, and 7.5 per 
cent. No. 3. was 14 tons in excess of the best previous 
week of the furnace, and eight tons more than the largest 
week’s run of the Isabella Furnace, which had heretofore 
claimed the heaviest week’s run ever made, 
The Louisville Bridge & Iron Co. has the contract for five 
spans of through wrought-iron triangular truss, each 110 
feet long, on the line of the Atlantic, sane & Ohio 

i over the James River, at Lynchburg, Va. 

The Pennsylvania Railroad Company has built at Altoona 
a passenger train mounted on 42-inch l-tired wheels to be 
run on trial. 

The contract for a new bridge over the Little Androscog- 
Pog the Maine Central road has bee 


n let to Morrison, 
te & Co, The same firm is building a bridge on the 
Eastern Railroad at Lynn, Mass. 

The steamers Wickham with 14, and the Timor with 26 of 
the locomotives built at the Baldwin Locomotive Works for 
the Russian Government, sailed from Philadelphia this 
week. The men who are to put up the engines have already 


gone. 

The Patten Car Works, at Bath, Me., have orders for a 
passenger and a combination car, 20 box and 6 flat cars for 
the Rumford Falls & Buckfield road. 

The car shops of Bradley, at Worcester, Mass., are 
building 40 open excursion cars for the New York & Man- 
hattan h road, 

The property of the Milwaukee Iron Co., at Milwaukee, 
Wis., is now owned by Mr. S. P. Burt, of New Bedford, 
Mass., as trustee for the bondholders, who bought it as the 
recent foreclosure sale. The lease of the rolling mill to J. J. 
Hagerman will expire in a few days, when the roperty will 
be transferred to the North a Mill Co., under 
a lease, probably for five years. blast furnaces will be 
run on Bessemer pig for North Chicago steel mill, and 
the rolling mills will be run as heretofore. The works will 
a known as the Ba oe — a It is ex- 
pected that arrangements wi made for the final purchase 
of the works by the North Chi Co. » 

The Cambria Iron Works, at Johnstown, Pa., are addin 
ve 9 ~ rrmed and two sets of rolls to their stee 

00) . 

Porter, Bell & Co., at_ Pittsburgh, recently shi a nar- 
row-gauge engine to Washi Territory an one to a 
lumber road in California. y are bui two engines 
ac S dard al Os. of Philadel making 

e Stan tee .5 0! ilade’ are 600 
= tires for > ee Paper Car Whee Co, De: } 
e Barney mith Manufacturing Co., at i . 
| are at work on orders for 36 passenger coaches; sleeping 
| coaches; 1 business car; a oe cars; 200 gondola cars, 
| and 150 narrow-gauge box flat cars. 
| _W.H. Baily & Co., of the National Locomotive Works, at 
| Connellsville, Pa., have recently shi; narrow: en- 
gines to Ohio and Illinois, cad are some en- 
gines. 
Verdict of the Coroner's Jury on the Tariffville 
Bridge Accident. 


The four members of the Coroner’s jury 
sign the report or verdict of the ma 
an opinion, in which the 
the was in a safe 





who refused to 
. » have submitted 
say, in their opinion, 
condition for a train with 
the time 





~ Cr eS « | 
| has then been transferred from Reserve Account to ‘ Re- 


.| the most extraordinary 
m | (N. B.) Times. 


intendentand directors are in no way responsible for the ac- 
cident, but used all ble care to protect life. In conclu- 
sion they say they do not consider themselves competent to 
make any suggestion or to give any advice as to the further 
management or construction of the road. This verdict is in 
direct contradiction of the report rendered by the majorit 
who gave as their opinion that the accident was the poe 
of a weakness of the material in the bridge caused by ex- 
posure to the weather, and that there was no derailment of 
any part of the train, 

Hand Cars, 


A correspondent writes: ‘‘ Will you inform me where I can 
paren alight hand car? I would not want it to exceed 

50 Ibs. or thereabouts.” Will manufacturers of such cars 
please send their addresses to this office? We have also had 
several inquiries recently for ‘‘ steam hand cars.” Would it 
not be well if the manufacturers of both classes of cars were 
to place their lights on somewhat more conspicuous candle- 
sticks? 
A Frightened Engineer—How “ Ed.” Cole Got a 

Free Ride on a Locomotive. 


Some two or three years since a tame Indian got hold of 
too much fire-water and sat him down on the track of the 
Detroit & Milwaukee Railroad one dark night and was 
knocked into the happy hunting grounds by a locomotive 
passing that way. 

The engineer has been —. for the ghost of that Indian 
ever since, and always passed that place with fear and 
trembling. One day, Ed. Cole, who had been an employé 
of the road, got ‘‘ highfalutin” and went about with a horse 
and buggy, scarcely knowing whither he went. He mean- 
dered about until after dark, when he found himself on a cross- 
ing near the spot where the red-skin went up. The horse, hav- 
ing some notions of his own, had stopped with the buggy on 
the track and refused to go from there, although Cole, who 
had awakened toa sense of his danger, was earnestly per- 
suading him to go. Along came the train and there was con- 
siderable buggy in the air; the horse walked off unharmed, 
and Cole quietly sat down beneath the head-light, whip in 
hand, and without a scratch. Gathering himself up, he 
walked over the running board to the cab window, which 
was hooked ajar, and went into the cab. The engineer was 

ralyzed with fear, and the train rushed on. e thought 

is Indian had come; but being acquainted with Cole he soon 
took in the situation, and Cole left the engine atthe next 
station, thoroughly sobered and in good order. GAINES. 
Mileage of 42-in. Wheels. 

We have been shown detailed official monet of the mile- 
age of 40 42-in. wheels, which were furnished by the Ram- 
apo Wheel and Foundry Company, and put under five Pull- 
man cars in A t, 1876, and have been running since on 
the Atchison, ‘opeka & Santa Fe Railroad. © report 
covers the period up to the end of February last, when some- 
thing more than half the wheels were still in use. Up to that 
time the forty wheels had run an aggregate of 4,101,762 
miles, or an average of 102,5441¢ mileseach, while the wheels 
still in use can be depended upon for a considerable increase 
to this, which will raise the ave considerably. <A letter 
from Mr. A. B. Pullman, second Vice-President of the Sleep- 
ing Car Company, certifies to the correctness of this perform- 
ance, and says that there is no doubt that the service yet 
available from the wheels still in use will bring up their 
average to 125,000 miles each. 

Notes. 


A distinguished citizen of Connecticut is to show his agil- 
ity as a passenger conductor on the New York, New Haven 
& Hartford road. He is no less a person than Mr. Patrick 
Murphy, who is President of the Fat Men’s Association, and 
whose weight is to be counted by the ton rather than by the 
pound, like that of ordinary men. Fortunately, the bridges 
on the New Haven road are all sound. 

An exchange gives detailed specifications of a new loco- 
motive that is in process of building for the Louisville & 
Nashville road, including the extraordinary statement that 
it is to have ‘83 driving wheels!” 

Some of the Boston & Albany folks are anxious to inter- 
view a man who was brought to the depot in Boston one day 
this week, apparently a cripple of the worst kind, and 
wanted to go to Springfield. As he lacked means, he was 
assisted by several prominent men and started off, but upon 
reaching West Warren he jumped off, found a friend, and 
walked away. The train men were naturally somewhat 
wrathy at seeing the man whom they had carried on board 
so tenderly skipping nimbly out of sight.—Springjield 
Republican. 

“ Beckwith!” shouted the brakeman on the B, & M. he 
terday a the train slowed up at the first station 
west of Glendale, and a lisping passenger jumped up and 
ran out to get something to eat. He was mad when he 
came back. ‘Thith ith a nithe plathe to get bweckfath,” he 
said. And then the con tion threw its hat on the 
floor of the car and stam up and down onto it, and 
yelled and roared and howled until Conductor Stanchfield 
came in and said he would close the services if the noise 
wasn't stopped.— Burlington Hawkeye. 

Locomotives for Sale. 


The Eastern Railroad yor sen | offers for sale four loco- 
motives, which are to be replaced by heavier engines. The 
are all of the eight-wheel American pattern, one 15 by 1 
in. cylinders with 54 in. drivers, built by Taunton Locomo- 
tive Co.; one 14 by 22 in. cylinders with 51 in, drivers, 
built by Souther; one 14 by 20 in. cylinders with 60 in. 
drivers, and one 14 by 22 in. cylinders with 66in. drivers, 
built by Portland Co. The officer to be addressed is H. H. 
Elliott, Purchasing Agent, Eastern Railroad, Boston, Mass. 
Running Without a Truck. 


A curious accident happened to the Truro freight train 
which arrived at Moncton station about 2 a.m. on Friday. 
Soon after entering the station yard, and at the first curve, 
the wheels of a coal-laden flat car near the locomotive left 
the rails and a halt became necessary. On examining the car 
which caused the trouble, the fact was revealed that the two 
pair of wheels at the “hind end” of the car had been travel- 
ing without any truck, further inquiry oe por- 
tions of the truck were ly on the track near Dorchester 
station. It would seem as ifa wheel of one of the ‘‘follow- 
ers” had broken badly east of Dorchester, and that the pair 
Sesame Soa by amapine ahem, Wo toll tor teicher: pelimagh anere. 
worn flat i lo il for miles or more. 
Railwa om cannot recall a similar accident. They say 
that r the destruction of the truck, the weight of the 
car, and for that matter, most of the train, was by 
the draw bar, and they think that, loo to what was ac- 
complished ‘on the way from Dorchester, there was no rea- 
son why, on a straight line, the car might not have been 
| dragged thirt miles further, but it was the rounding of a 

sharp curve that prevented further ng and threw both 
| wheels and car off the track. The accident is voted one of 
in railway experience.—Moncton 


We have heard of a similar case on the Erie some 15 years 
ago, when an engine ran into the Port Jervis yard with only 
one of wheels under the rear tender truck and the 
w and axle were found on the side of a bank several 





Super- ! miles back. 











Published Hivery F'riday. 
CONDUCTED BY 
WRIGHT DUNNING AND M. N. FORNEY. 


CONTENTS. 


ILLUSTRATIONS: Page.! 
Royal Saloon Carriage, GENERAL RAILROAD News: 
Southwestern Railway.. 133, Meetings and Announce- 
Point Bridge, Pittsburgh, | 
Pa facing 141 


Page. 


ments 141 
Elections and Appoint- 
CONTRIBUTIONS: 14 
" Dapereeeinee Slip” of } 
Driving Wheels. 134, 
Spreading of Rails as a | 
Cause of Accidents 134) 
EDITORIALS: | 
‘The United States Rolling 
Stock Company 
Running Gear of Cars 
Distribution of Winter 
Grain Receipts among 
Atlantic Ports 139 
The Division of ‘ANNUAL REPORTS: 
Bound Traffic 140, United States Rolling 
Another Pacific Railroad |  $tock Company 136 
Sinking-Fund Bill 140 MiscELLANEOUS: 
The Winter Grain Move- { American Exhibitors at 
140) the Paris Exposition.... 
Record of New Railroad | The Missouri Law Regu- 
Construction 140, lating Rates............. 
EprroriAL Nores 140) 


EDITORIAL ANNOUNCEMENTS. 


Traffic and Earnings...... 
The Scrap Heap....... 137 
Old and New Roads....... 1 
Transportation in Con- 
eee Teer oe 
General Passenger & Tick- 
et Agents’ Association... 135 
The Windsor House Meet- 
ing on_ East-Bound 


138 
1: 


136 
136 


Passes.—All persons connected with this paper are forbid- 
den toask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Addresses.— Business letters shoitld be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
Eprror RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is‘useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
sone annual reports, some notice of all of which will 

published, 


THE UNITED ——. a STOCK COM- 
A . 


The unique character (in this country) of the busi- 
ness of this company causes a greater interest in the 
accounts of its business given in its aanual reports 
than its general importance warrants. Its business, 
too, is widely extended, so that a large number of rail- 
road companies have direct dealings with it, and are 
likely to be curious as to the returns made by its 
peculiar business. 

It is not, however, possible to judge from the ex- 
perience of this company just what sort of a field there 
is for a car-loaning business, pure and simple, in this 
country. Unfortunately, as it has turned out, for this 
company, it was not organized for the purpose of sup- 
plying the ordinary demands of the whole country; 
but constructed its stock chiefly to suit the require- 
ments, or what the requirements were expected to be, 
of one road, and that exceptional in its gauge and 
necessities. We say that the rolling stock was con- 
structed to suit what the requirements were expected 
to be; for when the United States Rolling Stock Com- 
pany made its original contract with the Atlantic & 
Great Western it was expected that the latter would 
soon change the gauge of its road from 6 ft. to the 
standard, and on this account all the locomotives of 
the rolling stock company were made of standard 
gauge, as well as part of the cars leased to the railroad 
company. The latter found use for some of these on 
its leased Cleveland & Mahoning road, but a very large 
part of the locomotives stood rusting on its side tracks 
for a long time after they were delivered. As the 
original contract with the Atlantic Company was not 
carried out, it was fortunate that so much of the equip- 
ment was made unfitted for it in gauge; but this whole 
transaction, however well it may have fitted the rolling 
stock company’s equipment for the wants of the 
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| Atlantic & Great Western, effectually prevented the 

provision of it in accordance with the general require- 

ments of the country. For this reason, we say, the re- 

|sults of the United States Rolling Stock Company's 

| business cannot be taken as a criterion of the business 

| of car-loaning generally. The $5,000,000 of its capital 

| was largely spent for rolling stock of a kind for which 

| there is no or very little general demand. 

| At the close of last year, for instance, we find that 

lone-half of its locomotives and three-eighths of its 

| passenger cars and nearly one-half of its baggage cars 

| were lying idle. Stock of this kind, it appears, is very 

| hard torent. But for the contract with the Atlantic 
| Company, probably the rolling stock company would 
never have purchased such equipment, but limited its 
stock to freight cars, for which there seems to be a 
pretty wide market and a tolerable demand, as might 
have been anticipated from the experience of car-loan- 
ing companies in other countries. About one-fourth 
of the total capital of this company, we believe, was 
expended for locomotives; and the gross receipts for 
their rentals last year were not more than 6 per cent. 
on this cost. 

And this suggests another reason why the income 
returned on the capital of this company does not in- 
dicate the possible rate of profits of ordinary car- 
loaning business. Its rolling stock was bought about 
1872, when prices had reached their highest point. 
The locomotives which it paid $12,500 for can now be 
had, probably, for $7,500 from the same makers. Box 
cars were charged in its account at $880 each, though 
bought at once by the hundreds, and can now be re- 
placed at about $450, And so generally. The $5,000,000 
which it spent for cars and locomotives went no 
further than $3,000,000 would go now, and the 414 per 
cent. which it has divided for the past two years on its 
capital stock is equivalent to 71g per cent. on the 
present money value of the property bought with that 
capital. 

Further still: this company provided its equipment 
when business was at the high tide of prosperity. The 
established railroads saw their business growing by 
leaps and bounds; the business, too, was very profit- 
able; it was easy for them to get capital, and they very 
generally took the opportunity to provide themselves 
not only with equipment enough for their immediate | 
requirements, but also to supply the demands of the | 
great yearly increase which experience had taught 
them to expect and prudence seemed to require them 
to provide for. It is needless to say that the collapse 
came and the rapid growth of business and traffic 
ceased. Very generally the railroads were left with 
more equipment than they needed, with cars and some- | 
times locomotives which they were glad to loan to any 
road poorly provided with equipment. That is, by the 
time the United States Rolling Stock Company got 
fairly to work the condition of railroad business was 
in an abnormal condition, with facilities exceeding the | 
requirements of traffic. So far as freight equipment | 
is concerned, probably a change has already taken 
place, and there is now no overstock of this kind of 
rolling stock. But even with increasing business, the 
tendency has been to use fewer and fewer locomotives, | 
partly by hauling heavier loads, and partly by running | 
the engines more hours in the day or more days in the 
year. Moreover, to a great extent the new demand for | 
locomotives has been for engines of greater weight and 
power than those bought in 1872 by the United States 
Rolling Stock Company. 

On the whole, then, considering the fact that a large 
part in value of the equipment of this company is of 
kinds not in demand for hire; that the cost of such 
equipment is now about 40 per cent. lower than when 
it purchased; and that the times have been such as to 
make the the demand for rolling stock abnormally 
small—considering these facts, the return of an income | 
of 4'; per cent. on the capital expended seems to be 
a quite satisfactory result. 

It is the more so because the utmost pains seems to 
have been taken by the management to pursue a con- 
servative policy with regard to a reserve for renewals. 
When this company began its career, it seems to have | 
assumed that its total earnings, aside from the trifling 
expenses for collecting and general office, could be 
divided—that is, that its property would last forever | 
without expenditures for repairs and renewals on its 
part. Under its present management, however, very 
careful provision has been made, by providing shops 
for construction and repairs and an adequate reserve 
fund, to guarantee the complete maintenance of the 
property represented by the company’s capital. This | 
reserve already amounts to more than one-tenth of the 
| company’s construction account, besides a much larger | 
| amount which is in litigation and may not be collected. 
| Last year but little more than two-thirds of the net | 
| earnings was divided; the rest went to the reserve. 
| With the increase of the number ef customers of the | 
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| one or two revolutions around its centre or axis ? 
problem attracted the attention of all classes of men, 
| mechanics, professors and young and old, and many 
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company and the larger field over which its rolling 
stock is scattered, its expenses become a material part 
of its receipts—last year no less than 39 per cent.—in- 
stead of the inconsiderable amount that was estimated 
when the company was organized, and when it seems 
to have been expected that it would have no further 
trouble with its property than to take in the money 
which it should earn. Last year the direct expendi- 
tures for repairs of its rolling stock were about 2 per 
cent. on its original cost and 315 per cent. on its present 
value. Freights, taxes and insurance, and general ex- 
penses, go to swell the account, a large part of these 
being justly chargeable to repairs. 

The report for 1877 shows a large falling-off in the 
receipts for rentals of cars leased at time rentals, and an 
enormous increase in the receipts from cars let ata mile- 
rental. This latter practice, then, seems to have 
come generally into vogue within the year. This would 
seem to be an unfavorable basis of rental for the lessor, 


age 


(as the lessee pays only for the cars while running, and 


has no motive for keeping them busy when there is no 


| pressure of traffic. but the contrary if he owns any 


rolling stock of hisown. In times like these, when 
freight is sometimes taken at 3 cents per car-load per 
mile, it is easy to understand that the carrier may 
object to paying more than % cent for the use of the 
car while it is actually moving. 

This company’s experience has taught it what kinds 
of rolling stock there is a demand for. We have seen 
that its locomotives and passenger-train cars are to a 
great extent unemployed, while its freight cars are 
mostly engaged. Indications of the relative demand 
for different classes of the latter may be found from 
the fact thatlast year the company added refrigerator 
and gondola cars to its stock, while at the same time 
transforming box and stock cars into refrigerators and 
dump cars into gondolas. Refrigerator cars it had its 
first experience with last year, and it seems to find a 
good market for them. 

With the experience now gained, we may expect 
the company to be reasonably prosperous in its future 
ventures, In course of time the present unrentable 
stock can doubtless be disposed of, and the whole cap- 
ital of the company will be invested in those kinds of 
cars for which there is a fair market. The varying 
necessities of railroad companies, and the demands of 
many classes of traders who need the use of cars for 
considerable periods, but do not wish to invest their 
capital in them, will always find employment for a re- 
serve stock of cars which can be distributed throughout 
the country as circumstances require. 


THE RUNNING GEAR OF CARS. 


It is a curious fact, that while nearly all mechanical 
locomotion is effected by some rolling movement, there 
is no analogy in nature to suggest such an expedlent, 
and therefore the inventor of cart wheels has been pro- 
nounced the greatest of all inventors. 

The simple rolling of one cylindrical or circular 


body on a surface presents many curious problems, 


some of them requiring the most abstruse mathematics 
for their solution. Without referring to these, one 
interesting one may be mentioned which has, we believe, 
been referred to in these pages before. A few years 
ago some one propounded in the Scientific American 
the inquiry whether if one circle, like atoothed wheel, 
or say a silver dollar with milled edges, revolves around 
of equal size which is _ fixed—the 
rolling against each other  with- 
would be the case with 
the. outer wheel make 
The 


edges 
slipping, 
toothed 


as 


wheels—does 


pages of discussion was published in the paper referred 
to by the contending single and double revolutionists, 


| To this day almost any company of a half-dozen people 
| may be arranged into two hostile parties by suggesting 
| the enigma. 


This has been mentioned to illustrate 
how difficult it is to comprehend some very simple 


| phenomena of rolling motion, even when no question 


of abstruse mathematics is involved. What is curious, 


| too, is that there is no part of the science or art of rail- 


road operation that is so imperfectly understood as that 
of the rolling of the wheels, especially on a curved track. 
Comparatively few practical railroad men have any 


| clear idea of the way in which a car truck moves 


around a curve, and of the effect of the wheels and 
their flanges on the rails or vice versd. This action is 
in fact more complex than may at first appear. One 
of the first object lessons which most of us learn, even 


| before we attempt erect locomotion, is the rolling 


of a spool, on which ordinary sewing thread has been 
wound, on the floor. Such a spool, which may be re- 
presented by a letter I laid on its side (thus 4), will roll 
in a straight line. If, however, one end of the spool is 
reduced in diameter, as shown by the following letier 








a vy 


— 


ng 
of 
or 
eir 
re- 
ut 


ics 
yne 
ve, 
ars 
an 
pel, 
ind 
the 
ith- 
‘ith 
ake 
The 
en, 
Any 
red 
sts, 
yple 
ing 
rate 
iple 
jon 
yus, 
-ail- 
hat 
ick. 
any 
ves 
and 
n is 
One 
ven 
ling 
een 
. re- 
roll 
ol is 
tier 





Marcu 15, 1878] 


THE BALLAOAS CHEE TE. 





189 





t=, the type for which has been filed off slightly at one | vided, in eommaniten it, greater evils are not in- 
end, it will roll in a circle as freely as the first one rolls | curred than these which it is sought to cure. We 


in a straight line. The radius of the 
in which it will roll will depend 
the _—irelative diameters of the two 
and the length of the spool. 


circle | are inclined to believe that in many cases the evil of 
upon | not having the axles radial is very much exaggerat- 
ends ed, and that the theoretical defects of the running 
Another illustration of | gear of cars have been hastily made the measure of 


this principle is the rolling of a barrel on a pair of the practical evils resulting therefrom. 


“skids,” 


which are often used in unloading wagons and | 


In running around a curve, the wheels, with the or- 


cars. The skids consist of two wooden rails. on which, dinary running gear of ‘‘ bogie” cars, as our English 
the barrel rests, and on which it will roll as easily in a | ‘friends call them, must be made to slip in two ways— 
curved as in a straight path, because in the former case | | first, the wheels on one side must slip because the in- 
the barrel will at first roll toward the outside of the| ner and the outer rails are of unequal lengths, and, 
curve, and, therefore, its diameter at the point of con-!| second, they must slip sideways owing to the lateral 
tact with the outer rail of the skid will be greater than | deflection of the curve. The resistance due to the first, 
that where it touches the inner one, and, therefore, in| as has been pointed out in these pages before, is less 


rolling it would move in a path similar to that in which | than is usually supposed. 

our conical spool or any other cone would. In the case | curve 

of the barrel, however, it will adjust itself to curves of | us, the 
| 


any radius, within certain limits, 
ways roll toward 
in the diameters at the points 
will cause it to roll in the path described 
by the track, whether that be straight or more or less 
curved. Therefore, this principle of a double cone has 
been very generally applied to car wheels, because it 
was supposed that if made of this form they would 
adjust themselves to any curve or to a straight track if 
required. The radius of the circle in which any cone 
similar to that represented by our mutilated m=4 will 
roll may be calculated by multiplying the diameter of 
the large end by the length of the cone, and dividing 
the product by the difference of the diameters of the 
two ends, or, conversely, we may find the required 
difference of diameter in order that a cone may roll 
in any circle by multiplying the diameter of the 
large end by the length, and dividing by the radius of 
the circle. Thus to find the required difference in 
diameter of the inner wheel, if the outer one is 
83 in. in diameter and the gauge 4 ft. 81g in., so that 
they will roll in a curve of 600 feet radius, we have 
33 x 56.5 
— = 0.25 
7,200 

In other words, there must be a difference of one quar- 
ter of an inch in the diameters of a pair of 38 in. car 
wheels of 4 ft. 81¢ in. gauge, in order that they may 
roll freely in a circle of 600 ft. radius. In the case of 
the barrel it is free to move laterally until it adjusts 
itself to its proper diameters for the curve on which 
it rolls. In the case of car wheels this supposed free- 
dom of movement is also allowed by giving end-play 
between the flanges of the wheels and the rails. This, 
it will be seen, however, is usually quite insufficient to 
enable the wheels to adjust themselves properly to 
short curves. An amount of ‘ coning” of 14 in. to 
1 in. of length of the tread of a wheel would be quite 
large. Now, in order to make a difference of Jy in. in 
the diameters in contact with the rail, it would be 
necessary that the wheels should move an inch lateral- 
ly, so that the point of contact of the outer wheel 
would be 1g in. larger and the inner one 1¢ in. 
smaller in diameter, So much lateral movement 
is, however, allowed in practice, and 
wheels rarely have more than %g in. clearance 
between the flanges of the wheels and the rails, and for 
this reason it is difficult to make the coning of car 
wheels effectual in causing them to roll in a curved 
path, even if it were not true that the cone is soon 
worn away in actual use. 





never 


There is, however, still another practical difficulty in 
the way of making the coning of the wheels effectual. 
They are, in nearly all cases, attached to cars or to car 
trucks in two or three pairs with their axles held in a 
position so as to be parallel to each other. Now, while 
it is true that a single cone will roll in a curved pathas 
freely as in a straight line, such will not be the case if 
two or more cones are attached toa frame and held so that 
their axes are parallel to each other, as is the case with 
car wheels. If the cones are arranged so that their axes 
will each assume a radial position tothe curved path in 
which they are intended to roll, then they will move 
in such a path as easily as so many cylindrical wheels 
would move in a straight line; but in order to gain the 
advantage of the conicity of the wheels it is necessary 
that their axes be able to assume a radial position to 
the curve and also that the wheels shall have enough 
end play to permit the cones to adjust themselves to 
the proper diameters. Neither of these conditions 
exists in ordinary practice. 

It is not surprising, therefore, that this subject has 
attracted the attention of engineers and inventors, and 
many efforts have been made to construct the running 
gear of cars in such a way that the axles will assume 
radial positions to the curves on which they run, and 
on another page will be found a plan recently pro- 
posed and put in practice in England by Mr. Clem- 
inson, to effect this purpose. That such an arrange- 
ment would be desirable, there can be no doubt, pro- 


because it will al-|inner and 
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one side until the difference | ference whose diameter is the gauge. 
of contact | 








Thus in passing around a 
complete circle of any radi- 
between the lengths of the 

rails is equal to a_cireum- 
The distance 
slipped on a complete circle of any radius is al- 
ways the same with any given gauge. If the latter is 
4 ft. 815 in., the distance slipped is nearly 30 feet. The 
resistance to slipping may be taken at one-fourth the 
load. It must be remembered, though, that only one of 
the wheels must slip, and therefore in calculating the 
resistance due to this cause that it must be estimated 
for only one-half the weight on the wheels. For each 
ton of 2,000 Ibs., then, the total amount of work done 
in overcoming the slipping would be equal to 2%° x } 
X 80 = 7,500 foot-pounds. 

As the length of the circumference of a circle of 
600 feet radius is 8,770 feet, if we divide 7,500 by that 
length it will give the resistance in pounds per ton due 
to the slipping of the wheels. This is nearly two 
pounds per ton, or only equal to that due to 
a grade of about six feet per mile. The lateral 
slipping of the wheels in proportion to their 
forward movement is in the same ratio as the angle of 
the wheels to the rails is to 90 degrees. The following 
are the calculated angles of the wheels to the rails of a 
curve of 600 feet radius for different lengths of wheel- 
base: 

Wheel-base, oo long. isdies a pasohne ine 


forming a 
difference 
outer 
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The lateral slinaine of the cheaks on a curve of 600 
feet radius, with a wheel-base six feet long, will there- 
fore be ;]j,, or about three-tenths of one per cent., 
and therefore in going around the complete circle the 
lateral slipping would amount to about 11.3 feet and 
the work consumed thereby would be per ton 
11.3 x 500 = 5,650 foot-pounds, which divided by 
the whole length of the curve or 3,770 feet will give 
the resistance per ton due to this cause. This will be 
only about 1.5 pounds, or that due to a grade of about 
4 feet per mile, 


A great deal has been said, too, about the pressure of 
the flanges of the wheels against the outer rails. This 
is much less than is ordinarily supposed, and is in pro- 
portion to the sine of the angle of the wheels to the 
rails to the radius. Thus with a 6-feet wheel-base the 
angle of the wheels to the rails on a curve of 600-ft. 
radius is 17 minutes, and the sine of this angle is 0.005, 
so that if a car is pushed forward with a force equal to 
12 pounds per ton the lateral pressure exerted by the 
flange of the front wheel would be 12 x 0.005 = 0.06 Ib. 
for each ton of weight on the truck. If the weight of 
the car is ten tons on each truck, the pressure 
against the flange will be 0.6 of a pound—a 
pressure very much less than the lateral pressure is 
ordinarily supposed to be. In fact, with any such 
wheel-base as is usually employed the flanges are so 
nearly parallel to the curves that are in actual use on 
the main lines of our railroads that the difference on 
them and on a straight line is hardly appreciable. 
Thus in the last case named the inclination would be 
represented by that of two lines ten feet long in con- 
tact at one end and separated 2g of one inch at the 
other. 

For these reasons it is thought that inventors of loose 
wheels and radial devices like that of Mr. Cleminson 
have been inclined to exaggerate the evils attending the 
use of the ordinary trucks employed under American 
cars. It is true that wheels loose on the axles, as pro- 
posed by The Engineer and some hundreds of in- 
ventors here, would overcome what may be called the 
circumferential slipping of wheels. In point of 
fact, however, this in practice is so very slight that it 
is not worth considering. The arrangement which 
Mr. Cleminson has worked out so ‘ingeniously no doubt 
will adjust the axles on curves to turn radial positions, 
but the absence of this geometric precision is, with 





ordinary trucks, not a difficulty of any practical im- 
portance. Itis true that the axles of our four and 
six-wheeled trucks do not adjust themselves so as to 
be exactly radial to the curves, but then it makes very 
little if any practical difference if they are not. Our 
purpose is not to depreciate Mr. Cleminson’s plan, 
which is reported to work very satisfactorily, but to 
defend the ‘‘ bogie” truck against some assumed ob- 
jectionable features which do not exist. 


Distribution of Winter Grain Receipts Among At- 
lantic ic Ports. 

For the past two or three ye years until this winter a 
great deal has been said of thediversion of grain traf- 
fic from New York to Philadelphia and Baltimore; this 
winter there has been apparently little curiosity on 
this subject, although the grain traffic was never so 
great and important before at this season of the year. 
Perhaps this is really the reason why little attention is 
paid to the business of different places. Every city 
has an unprecedentedly large business, and when peo- 
ple have all they can attend to they do not much care 
how much their rivals get. If they get but little to do 
they will sometimes grumble if their rivals get any- 
thing. This winter every leading grain port has been able 
to show a large increase in its grain business when 
compared with last winter. Baltimore has been able 
to rejoice because its receipts were greater by 17 per 
cent., and has been too much occupied to complain 
that meanwhile Philadelphia’s imcrease has been 84 
per cent.,and New York’s 130 per cent. Almost the 
only exception has been that some interest has been 
excited by an increase of 270 per cent, in New Orleans 
receipts. 

The receipts of grain of all kinds at each of the 
seven Atlantic ports for the three winter months, that 
is from Dec. 1, to March 2, have been as follows for the 
two years past: 





———1877-78.———.  ———1876-77.———-. 

Per cent. Per cent. 

Bushels. of total. Bushels, of total. 

gg Serre 17,872,293 41.2 z 786,962 31.4 
SL cet cousyhtenedie 3,365,793 7.8 3,377, be oy 13.6 
|” 6 935,960 2.2 ‘464. 106 1.9 
Montreal. . ae 51,055 0.1 70, O16 0.3 
Philadelphia. i . 8,116,410 18.7 4,420,200 17.9 
Baltimore............ 8,790,500 20.2 eee 30.2 
New Orleans......... 4,260,477 9.8 ,156,983 47 


Total . ... 43,392,488 100.0 24,775,817 100.0 
Very great ce hanges between the receipts of this year 
and those of last are shown at different places, such as 
might, at first sight, be looked upon as indications of 
radical changes in the channels of traffic. But we 
should consider, in the first place, the changed condi- 
tions of the trade as a whole; first, that it is about 80 
per cent. greater this winter than last; second, that the 
increase in total and especially in wheat receipts has 
been much greater in proportion than the increase in 
corn receipts, and, third, that no considerable diversion 
of wheat has ever been made from New York, Of 
the total increase of about 18,600,000 bushels this win- 
ter, some 12,500,000 bushels has been in wheat, so that 
New Yoyk’s increase in the proportion of its receipts is 
natural under the circumstances, 

The decrease at Baltimore (in proportion—in quantity 
it shows an increase of 17 per cent.) is just about equal 
to the increase at New York, and the decrease at Bos- 
ton just about equal to the increase at New Orleans. 
but they probably had no very close connection with 
each other, except that the New Orleans business, like 
the Baltimore business, is chiefly in corn, and is drawn 
largely from the Ohio valley and the country further 
west in about the same latitude, which also supplies Bal- 
timore with a very large proportion of its grain receipts. 
Though that city hasa connection to Chicago, worked 
directly in its interest, the shipments from Chicago by 
that road were but 1,850,000 bushels in the whole year 
1877, while the total receipts of Baltimore in the month 
of December alone were 3,200,000 bushels 

The proportion of the total received at New York 
and that at Philadelphia and Boston were: 

wae maT, 
WOW WORK. 200. 0ccc0ne coccveccssccccreccccccesecens 
Philadelphia and Baltimore ...........s.sssseeee. 38. r rt i 

This is the proper comparison to make of exporting 
cities, Philadelphia and Baltimore being the only con- 
siderable rivals of New York for the export of grain 
during the winter, when Montreal is not of the field. 
So far as the railroads are concerned, however, we will 
do better to put New York and Boston together, as the 
New York Central & Hudson River, the chief carrier 
of grain to New York, is also the chief carrier to Bos- 
ton. This comparison shows the following per cent- 
ages for the two years: 

my we, 


New York and Bostom..........sccseccserecereeeee 
Philadelphia and Baltimore.............--ss-++0+++ $39 $s. : 
This does not show so great a gain in favor of the 


more northerly roads. Roughly speaking, we may say 
that the share of the grain trade which Philadelphia 
and Baltimore have lost this winter as compared with 
last winter has gone, a little less than half of it to 
New Orleans and the rest further north. 
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Much has been said this winter of the great increase 
of grain receipts at New Orleans. In proportion, this 
increase is certainly very large, but in amount it is not 
considerable, compared with the business of other 
leading ports. Its importance, however, is as an in- 
dication of a possible future growth of exports by that 
port. We understand that the business this winter 


has been largely created by the exertions of a com-| 


pany of merchants and shippers who are interested in 
developing commerce by this route and have pur- 
chased the grain that they have shipped and exported 
it on their own account. This is likely to secure thus 
early a fair trial of the route, which might not 
otherwise be had for some time; but until the 
results are known we will not be able to judge of 
the advantages of the route by the amount of the ship- 
ments. The receipts at New Orleans this winter have 
fluctuated greatly, the greatest for any week having 
been 735,000 bushels, for the week ending Feb. 9, and 
the smallest being 76,500 bushels, for the week ending 
March 2, the average being 327,730 bushels. Rates 
from New Orleans to Europe are much higher than 
from New York on cotton, but grain makes an advan- 
tageous freight to- complete the cargoes of vessels 
whose chief cargo is cotton; and until the stock offered 
for export exceeds the requirements for this purpose, 
the vessels can afford to take grain thence at less than 
the corresponding cotton rate. 


But the chief change in the business of the three 
months reviewed is, first, the large total gain, the 
winter’s business having been by far the largest on re- 
cord; and second, the great gain at New York, which 
we attribute chiefly, if not wholly, to the preponderance 
of wheat in the receipts. As to the relation of the 
totai movement to that of previous years, it is shown 
by the figures in another article entitled ‘‘The Winter 
Grain Movement,” which show the total receipts of 
grain of all kinds at the seven Atlantic ports, for the 
three months of December, January and February, for 
the past winter, were 71 per cent. greater than in any 
previous year. 


The Division of East-Bound Traffic. 

The condition of east-bound traffic since last fall is a striking 
commentary on the ineffectiveness of any ordinary agree- 
ment, or of the common interests of the railroads, or of an 
abundant traffic, to maintain rates, when traffic is freely com- 
peted for by a large number of railroads. The summer passed 
quite peacefully, though in the earlier part of it traffic was 
very light and the water competition the severest ever known. 
While navigation was open in the fall there was an enormous 
traffic in grain, which the roads not carrying to the lakes 
got but a small share of; and yet rates were well maintained. 
But danger was anticipated long before it came. Experi- 
ence had shown that almost the only thing certain about 
railroad rates was the difficulty of maintaining them. So 
as early as October the railroad managers began to take 
precautions against the anticipated troubles. They 
not only met and agreed what rates should be 
for the time, and pledged themselves to main- 
tain them, but they endeavored to contrive some 
penalty for the violation of their pledge. All seemed equally 
in earnest about this, as all had good reason to be in earnest. 
There was promise of an exceptionally large winter traffic 
under circumstances which would make it possible to collect 
remunerative prices for carrying it; and their companies, 
most of them, were sadly in need of some profits. They cer- 
tainly could have no motive for throwing away profits. 

Yet this is just what they have been doing nearly ever 
since navigation closed, surely without any desire to do it 
and without any intention of doing it, and without anything 
in the circumstances of the traffic itself which compelled 
them to do it; it has been simply a result, apparently un- 
avoidable, of the unchecked competition of a large number 
of carriers for a traffic which does not fully occupy them, 
but which would not fully occupy two roads or a single 
road either, if it was confined to it, instead of being carried 
by ascore or more. The nature of the railroad as an instru- 
ment of transportation is such, as we have here- 
tofore endeavored to show, that it always is, 
or can easily be made to be, capable of carrying 
a great deal more traffic than it can get, and this always 
makes it advantageous for one to secure any clear addition 
to its business which pays the least trifle over the cost of 
doing it, and leads the agents of the roads to try to secure 
such additions by diverting business from their rivals. 

Apparently no remedy for this undue reduction of 
rates on competitive traffic can be had, so long 
as any motive is left for diverting traffic from one 
road to another. Perhaps no more serious effort was 
made to apply one than this of last winter by the managers 
of the lines between the West and the East. Yet rates were 
never more demoralized; and a considerable part of the busi- 
ness of the winter has been done at a positive loss. 

It is not strange, then, that the meeting at the Windsor 
House last week decided unanimously that to keep up rates 
it will be necessary to take away the motive for cutting 
rates, and accepted the policy which Mr. Fink has so long 
preached, to divide the business of competitive points by 
agreement or arbitration. 

It has long seemed probable that this would be the final 


THE 


has been with west-bound traffic. But few anticipated a re- 


sort to it so soon. And very likely it would not have been 
| consented to had it not been for the complete and disastrous 
| failure of the other agreements made concerning this traffic 
| recently and the absurdly low rates to which freights had 
| been reduced. When freight was taken 1,100 miles at 10 
| cents per 100 lbs., managers were ready to take extraordi- 
| nary measures to bring about a change. 
And perhaps even the desperate condition of things would 
|not have brought every manager at the Windsor House 
| meeting to consent to an apportionment, had not Mr. Hurl- 
| but proposed to make it temporary. Certainly it could 
hardly be expected that a score of more of companies should 
| agree upon a permanent limitation of their traffic without a 
| long and careful study, to ascertain what they could justly 
claim or abandon. But when the proposition was made fast 
week, it was evident to every one that no danger would be 
|run by consenting to an apportionment for three months. 
No share given by an arbitrator at maintained rates could 
fail to yield more than the largest share of the traffic at the 
| current rates, without such a distribution. Indeed, there 
| was little prospect that there would be any profit on compe- 
| titive traffic for the next three months unless harmony should 
j| be secured in some way. . 


apportionment were present at the meeting last week, and 
it will be necessary to secure the consent of these or some of 
them; but this will not necessarily cause delay. The appor- 
tionment is to date from March 11, when rates were re- 
stored, though the proportions are not yet fixed and cannot 
be for some time. 
date, whatever that share may be decided to be, so that 
none will have any protit from any extraordinary business 
which it may secure before the amount of its share is an 
nounced. If it has had more than its share when that 


ward. 


from the dispositions of the companies—that is, in the char- 


and will require great care and much thought to adjust 
properly and effectively. The latest news from the North- 
west shows that some delicate negotiations will have to be 
effected between three or four of the companies interested in 
the business of one of the cities before they will accept the 
plan. 


to opposed it. 
Another Pacific Railroad Sinking-Fund Bill, 


committees in the matter of proposing plans for the extin- 
guishment of the Pacific railroads’ debts to the government. 
We recently noted the bill submitted by the Senate Judiciary 
Committee, which provides for a large increase in the an- 
nual payments by the companies; and now we have a plan 
from the Senate Committee on Railroads, which might 
properly be termed a bill for the relief of the Pacific rail- 


easier than under the existing law. Briefly, it provides that 
the Central Pacific and the Union Pacific shall each pay a 


cent. interest shall be allowed, and this shall accumulate until 
1900, which is shortly after the principal and accumulated 
interest on the bonds will be due. The amount then will, it 
is calculated, pay off the accumulated interest and about 
four millions of the principal, leaving about $51,000,000 of 
the principal (from the two companies) unpaid. This is to 
be paid in half-yearly installments thereafter with interest 
at the rate then paid by the United States on the larger part 
of its public debt on the 1st of January preceding the pay- 
ment of each installment; but the interest is not to be paid 
semi-annually on the whole debt to the government out- 
standing, but only the interest on the installment of princi- 
pal then paid, from 1900 to the date of payment. Thus, 
supposing the debt to be $51,000,000 on the first of October, 
1900, and the rate of interest paid by the government the 
following first of January on most of its debt to be 4 per 
cent., the Pacific railroads would have to pay April 1, 1901, 
when the first installment of principal became due— 
ee Se eerie $1,020,000 
Six months’ interest on same at 4 per cent....... : 20,400 
Total payment......... ... : 
While if the interest was paid as it a 
would be— 


One-fiftieth of principal. 
Six months’ interest on w 


crued the payment 


$1,020,000 
1,020,000 
Ee ee 2,040,000 
That is, by this arrangement, the companies are to pay 


lated interest. 
$1,020,000 would be just equal to the principal, and the 
companies would have had the free use of this sum on an 
average 124¢ years after it had accrued; and so, only for 
shorter periods and smaller amounts, with the interest on all 
the other installments. . 

This payment of a million dollars a year by each company 
is to be a substitute not only for the 5 per cent. of net earn- 
ings but also for the one-half of the earnings from Govern- 


not, like the proposed payment of a million yearly, into a 
sinking fund increasing yearly by compound interest to pay 





| 


a debt formed chiefly of interest which is not compounded. 
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Not all the parties who will be affected by the proposed | 


Zach road will be given its share from that | 


There are some difficulties in the way of this plan, aside | 


acter of the traffic itself; itis a very complicated business, | 


It must not be looked upon, therefore, as an accom- | 
plished fact, but rather as a project strongly urged by most 
of those interested, including most of those who have hither- | 


There seems to be some competition among the Senate | 


roads, as by its provisions the payments would be much | 


million dollars yearly into a sinking fund, on which 6 per | 


$1,040,400 | 


the interest only when the principal becomes due, and get | 
the benefit of interest on the enormous amount of accumv- | 
Thus the interest.on the last installment of | 


ment transportation required by the present law. And this 
is the more in favor of the companies because the latter | 
amount now goes toward meeting the current interest, and | 
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interest payments after 1900, would be purely a favor to 
the railroad companies and would amount in the aggregate to 
some millions of dollars. In 1876 the half earnings from gov- 
ernment business on the Union Pacific were $586,000, all of 
which was applied to the payment of interest accruing dur- 
ing the year. By the Railroad Committee’s bill this would 
go into the sinking fund, and by 1900 would increase so as 
to pay off more than $2,400,000 of interest. 

It is in this way, by giving the companies compound in- 
terest for a series of years on sums paid to the government, 
| and requiring from them only simple interest payable at the 

end of long periods, that the way of payment is made easy 
to the companies by this bill. It is as if one should borrow 
a thousand dollars at 6 per cent., payable with accumulated 
interest not compounded in twenty-five years. Then when 
the debt is due he will have to pay 

Principal Sees Rembabece ts 
25 years’ interest at 6 per cent 

But the borrower lends this money at 6 per cent., payable 
half-yearly, and reinvests the interest, that is, he forms 
a sinking fund with it, which at the end of 25 years 
amounts to $4,383, so that he pays the debt with the money 
he borrowed and has $1,883 left. 

In the case of the Pacific railroads as proposed by the 
Senate Committee on Railroads, it is proposed to have the 
party who loans at simple interest borrow the same money 
| at compound interest, and for part of the time at a higher 
| rate. This ought to be satisfactory to the railroad companies, 
and probably will be. 

The application of this law to the Union Pacific for the 
business of 1877 would have left it, after paying all charges 
for interest, a surplus of more than $2,900,000, or very 
nearly the actual amount required to pay the 8 per cent, 
| dividends, 


announcement is made, it will have just so much less after- | 


The Winter Grain Movement. 


The movement of grain of all kinds for the three months 
from Dec. 1 to March 2 has been as follows for the past five 
years: 

Receipts of the eight leading Northwestern grain markets 
(St. Lonis, Peoria, Chicago, Milwaukee, Duluth, Detroit, 
Toledo and Cleveland) have been, in bushels: 7 

1877-78. 1876-77. 1875-76. 1874-75. 1873-74. 
33,280,272 28,337,187 31,594,380 20,242,864 35,098,009 
: The shipments of the same Northwestern markets have 

seen: 

1877-78. 1876-77. 1875-76. 1874-75, 1873-74. 
| 21,570,938 13,404,025 15,138,535 9,452,738 15,494,660 
| The receipts at the seven Atlantic ports (Montreal, Port- 
| land, Boston, New York, Philadelphia, Baltimore and New 
| Orleans) meanwhile were as follows : 
| 1877-78. 1876-77. 1875 -76. 1874-75. 1873-74, 

43,392,088 24,546,607 22,550,005 19,524,658 25,336,321 
| The receipts at Northwestern markets were thus about 18 
| per cent. greater this winter than last, but abort 51¢ per 
cent. less than in the winter of 1873-74, when they were 
| greater than ever before, and when a much smaller propor- 
tion than now went through without transfer at one of the 
| Northwestern markets. 

The shipments from Northwestern markets were not only 
60 per cent. greater than last winter, but even 39 per cent. 
| greater than in the winter of 1873-74. 

| The receipts at the Atlantic ports have this winter been 75 
per cent. greater than last winter, and 71 per cent. greater 
| than in the winter of 1873-74. 

Notwithstanding the enormous and unprecedented total 
| movement shown above, a great many lines complain that 
their traffic has been bad, and greatly limited by the mild- 
| ness of the winter, which has kept the country roads impass- 
| able, and prevented the marketing of a great deal of grain 
| that otherwise would have come forward. This is especially 
| the case on some roads in Illinois, where a great corn crop 
| has been harvested and very little has been marketed. An 
| inspection of the table of receipts and shipments of flour, 
| wheat and corn separately, for the first two months of this 
| year, given under the head of ‘‘ Traffic and Earnings,” will 
show that the largest part of the great increase in total 
grain movement this year has been in wheat. While the 
Northwestern receipts of all grains have been 33 per cent. 
greater than last year, the Northwestern corn receipts have 
been 21 per cent. less. The great bulk of the wheat busi- 
ness is done over roads west and north of Chicago, and it is 
easy to see that while some roads have had an overwhelm- 
ingly large grain traffic, as many, and perhaps more, may 
have had no increase of business over the unsatisfactory 
movement of last winter, though the increase of 291¢ per 
cent. in the receipts of corn at Atlantic ports show that there 
| has been somewhere an active movement in this grain, 
though not comparable to that in wheat, which is more than 
eight times as great as last year for the same two months. 


Record of New Railroad ‘Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads, as follows: 

Galena & Southern Wisconsin.—Extended from Platte- 
ville, Wis., to McCormack’s, eight miles. It isof 3 ft. gauge. 

Toledo & Ann Arbdor.—The first track is laid from Dundee, 
| Mich., north to the Macon River, 8 miles. It is of 8 ft. 


guage. 
This is a total of 11 miles of new railroad. 


Tur New York APPORTIONMENT, it may be worth while 
to say, is working smoothly, in spite of reports to the con- 
trary. The traffic offered to the several companies is not 
| quite the same as the proportions offered them, but the dif- 
| ferences are not so great as they were at first, and not 
very great at most. One company is said to have about 40 


result of the negotiations concerning east-bound traffic, as it | This arrangement, as well as that for the postponement of | per cent. of the total offered it by shippers, instead of the 
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PITTSBURCH, 
Built by The American Bridge Company, Chicago, IU. 
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POINT BRIDCE, 


Designed by Edward Hemberle, Engineer ; 
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83 per cent. allotted it and which is all that it is permitted 
to take; one gets just about the proportion allotted it; one | 
company is about as much behind as the first is ahead, and | 
a fourth pretty nearly secures its proportion without calling | 
upon other companies for transfers, but not quite. There is | 
a clearing weekly, except when the balances to be transferred | 
are inconsiderable, and the transfers to make the proportions | 
right are actually made, no company having at any time | 
an overplus greater than about one day's business by all | 
the lines, The shipments are quite moderate for the season, | 
and have not increased at all since the reduction in rates was | 
made. Records of the Boston and other New England busi- | 
ness now divided between the Boston & Albany, the Hoosac | 
Tunnel and the Grand Trunk routes are now kept at the | 
office of the New York Commissioner; they are said to show 
that this business is about one-fourth as great as the New | 
York business which is divided. The Grand Trunk at 
the lower rates permitted it provisionally, pending 
arbitration, is said to secure about one-fifth of 
the business, which is a mean between what it claimed and 
what its rivals offered it. Perhaps one or two of the roads 
at New York or Boston could get a little more of the traffic 
than is now allotted them if they were free to compete for it; 
but it would be next to impossible for any to make so much 
money by it, and probably the west-bound business of 
New York for the year ending July, in spite of a light bus- 
iness and low rates, has not been so profitable for years; 
while the shippers have had scarcely anything to com- 
plain of, except what caused by not includ- 
ing the Boston business in the apportionment from the 
first. The fact is, heretofore for a very large part of the 
time the railroads have made nothing on west-bound busi 
ness, and thus there has been room for them to increase 
their profits greatly while still charging very moderate 
prices. 


was 


WESTERN IMMIGRATION has set in this winter in a way 
that recalls the palmy days of 1867-69, when the railroads 
to Kansas and other border states had a passenger traffic 
that resembled that of Eastern trunk lines, and west-bound 
business was much larger than east-bound, where ordinarily 
the east-bound is two or three times as great as the west- 
bound. Now the rush is said to be chiefly to Kansas and 
Minnesota, where there is still room for several hundred 
thousands of settlers, though the states between these two 
doubtless share in the movement. A great many of the rail- 
roads profit doubly by this immigration, first by carrying 
the immigrants and their household stuff, and second by 
selling them land. In Minnesota the sales of land have been 
very much greater than for years before. The grasshoppers 
have frightened settlers from that state for some years, so 
that it was growing very slowly for a Western state; but 
the immense 


wheat crop of last year seems to 
have restored confidence generally, and an _  im- 
mense number of new farms will be begun this 
year. 


Most of the railroads of Minnesota have large grants 
of land, and a very large proportion of this land is capable 
of producing large crops of excellent spring wheat if the 
grasshoppers do not invade the state; which has happened 
but seldom, Once fairly occupied, the Minnesota railroads, 
or most of them, will be sure to command a large traffic in 
agricultural products, if they are not unduly multiplied. 
Hitherto they have been among the least profitable in 
America. 


THE PENNSYLVANIA RAILROAD MEETING seems to have 
been much like the ordinary English corporation meeting, 
except that the President did not make a speech. The re- 
port was discussed, questions concerning the company’s busi- 
ness were asked and answered, and generally the stock- 
holders seem to have recognized the fact that they are co- 
partners, and that the company’s business is their business, 
which they have a right to know and inquire about. 
One of the results of this rational kind of railroad 
meeting is that a great deal of noise is made by a few 
stupid or suspicious or evil-meaning stockholders, as is seen 
by the reports of nearly every British meeting, especially if 
the company is not doing well; but this is only a disagreea- 
bie and not at alla dangerous feature. In the long run sus- 
picion is disarmed when there have been unlimited opportu- 
nities for questioning in public. Some of the Pennsylvania 
stockholders seemed not to relish the idea of taking a 2 per 
cent. dividend in 4 per cent. debentures, as was to be ex- 
pected. They probably do not appreciate the fact that for 
this dividend they will receive their own obligations, bearing 
more than 7 per cent. interest and purchasable now largely 
below par. Whether a 7 per cent. stock guaranteed by the 
Pennsylvania is worth more or less to the outside public, to 
the Pennsylvania Railroad stockholders it is worth all the 
face of it calls for, and will be as long as Pennsylvania stock 
is worth anything. 





BALLs are given in some parts of the country on almost 
all sorts of occasions, house-warmings being a frequent one, 
and barn-buildings a notvery uncommon one. Butitis some- 
thing new, we believe, to rejoice over a freight depot in that 
way. Yet now we have the “‘ Railroad Gazette and ladies” 
invited to a “grand ball and sociable” given at a Kentucky 
station on the Paducah & Memphis Railroad, “onthe occasion 
of the completion of our new freight depot,” the useof which 
has been tendered for the occasion. And the managers of the 
ball and the railroad seem to have codperated in more than 
this, in a way which will bring the railroad, which cannot 
dance, some returns; for the invitation states that “on pre- 
sentation of this invitation at the ticket office of the Paducah 
& Memphis Railroad, excursion tickets will be sold to you at 
not exceeding $1 for theround trip to Mayfield and return, 
for gentlemen, and 50 cents for ladies.” As admission to the 





ball was free, it would seem that the railroad was the sole 
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beneficiary. It is to be hoped that the dancers were many, | 
especially those who came by railroad, and that the latter | 
got something toward paying the cost of the new freight | 
depot, whose completion was so celebrated. 


Point Bridge. 

In the present number of our paper we submit to our read- 
ers the first of a series of illustrations of “Point Bridge” | 
across the mouth of the Monongahela River, at Pittsburgh, 
Pa. This bridge is remarkable for the length of its span, the 
system adopted in its construction, its ornamental details, 
and, more particularly, for the favorable results of the tests 
it was subjected to. The bridge connects the city of Pitts- 
burgh with South Pittsburgh, and is built for roadway traffic, 
with double tramways and sidewalks for foot passengers. It | 
was built by the American Bridge Company, from the plans, 
and under the direction, of Mr. E. Hemberle, its Chief Engi- 
neer. In the construction of the bridge it was necessary to 
consult the interests of navigation, which required an unin- 


| terrupted navigable channel of the natural width of the 


river, at low water, and headroom sufficient to admit 
of the largest-sized boats passing under the bridge 
at an ordinary boating stage, for the purpose 


of readily handling the coal fleets. Under these conditions 
the main span was calculated at a width of S800 feet from 
centre to centre of piers, and the elevation of the lowest part 
of the structure at 80 feet above low water in the centre of 
the channel, the latter being 270 feet distant from the south 
pier. The north shore, at the Pittsburgh side, is only 27 feet 
above low water, while the south shore rises to an elevation 
of 70 feet, and both sides are lined with public thoroughfares, 
with which it was required to connect the bridge. Hence it 
became necessary to construct spans of 145 feet in the clear 
on either side, and to limit the reach of the back chains to 
anchor-walls to a distance of 225 feet from centres of piers. 
In compliance with these requirements the shore spans were 
puilt independent of the back chains, and the anchor mason- 
ry was constructed so as to rise 20 feet above the roadway, 


forming pedestals between the latter and the side-walks. 
PRINCIPLES OF CONSTRUCTION. 
The main span of this bridge is constructed on a stiffened 


chain suspension principle, the design of which is novel. In 
ordinary suspension bridges the roadway is suspended by 
hanging rods from chains or cables which stretch from pier 
to pier. In such a structure, the chains or cables, as well as 
the platform, are flexible longitudinally—a fact plainly de- 
monstrated whenever the bridge is burdened at one end more 
than at the other by a moving load, or whenever it is sub- 
jected to wind pressure from above or below. To improve 
suspension bridges in this respect has been the aim of many 
engineers. The simplest improvement has been effected by 
keeping the parts of the curved chain or cable most liable to 
deformation in their proper places by attaching them to the 
top of towers by straight chains or wire rope stays, which 
plan was first adopted by Ordish in Europe, and by Roebling 
in this country. 

A method for rendering the chain itself rigid has been at- 
tempted by dividing it into two parts, placed one above the 
other, and bracing them together. A railroad bridge built 
upon this system, with a span of 260 feet, is in actual use 
at Vienna, Austria, but the same could not be efficiently ap- 
plied to a long-span bridge. A system according to which 
a single chain is connected to the platform of the roadway, 
by bracing, was adopted in the construction of Lambeth 
bridge across the Thames in London, built in 1862, the 
bridge having spans 280 feet wide, and in a foot-way bridge 
over the Main at Frankfort, Germany, of 262 feet span, 
built in 1869. This system properly improved may fulfill 
all the requirements to insure a proper degree of stiffness, 
but in long spans the bracings between roadway and chains 
would necessarily be of so great length as to make the system 
ineffective as well as very expensive. 

Mr. T. Claxton Fidler, of Great Britain, some years ago 
proposed a plan in which the chains are not hung in the 
catenary line. He uses two members which meet at the 
towers and at the centre of the span, the meeting points be- 
ing in the catenary line, while from the centre of either 
way to the towers the upper member is straight and the 
lower member is hung so as to fall below the catenary the 
same distance as the upper member is aboveit. Mr. Fidler’s 
plan has the advantage of subjecting the chord-members to 
tension only, the members assisting each other in carrying a 
uniform load. It requires long bracing members, however, 
and as neither the upper nor the lower members are self- 
supporting in their proper shape, the erection of structures 
according to this plan becomes difficult, notably so in all 
cases where falsework cannot be put up from the river bed, 
the entire plan being in all cases extremely expensive for 
bridges of long span. 

Mr. Hemberle’s plan, as represented by Point Bridge, con- 
sists of tower and chains, with platform suspended there- 
from in the same manner as ina regular chain suspension 
bridge. To this is added a stiffening system above the chains, 
and rigid posts arranged between chains and platform so as 
to prevent the roadway from undulating or oscillating inde- 
pendent of the structure above. The stiffening appliances 
above the chains consist in rigid chords running in straight 
lines from the top of the tower toward the centre 
of the chain, and connected thereto by a hinged joint at each 
end. Between these chords and the chains there is a system 
of bracing, consisting of posts and diagonal tie-rods, all con- 
nections being pin-jointed. The chain being a catenary, or 
curvé of equilibrium, bears all the permanent load of the 
structure, without straining the stiffening trusses. This ob- 
ject was accomplished by erecting the bridge completely be- 
fore connecting the ends of the straight top chords to the 
centre joint. The rods are provided w:th turn-buckles, and 





are so adjusted as to be strained under moving loads only. 


General Railroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 





Meetings. 

Meetings will be held as follows: 

Pittsburgh, Cincinnati & St. Louis, annual meeting, at 
the office in Columbus, 0., March 19, at 10 a. m. des 
the usual business, the stockholders will vote on a lease of 
the Pittsburgh, Wheeling & Kentucky Railroad. 

Pennsylvania, adjourned annual meeting, in Philadelphia, 
March 26, at 10 a. m. 


Dividends, 

Dividends will be paid as follows : 

New York Central & Hudson River, the usual quarterly 
dividend of 2 per cent., payable April 15, Transfer books 
will be closed from March 15 to April 20, 

New York & Harlem, 8 per cent. from the profits of the 
city (horse railroad) lines payable April 1. This is in addi- 
tion to the 8 per cent. dividends paid by the New York Cen- 
tral & Hudson River as lessee of the steam railroad line. 

Lehigh Valley, 1 per cent., quarterly, payable April 15. 
Transfer books Will be closed March 22: 

Western Union Telegraph, 144 per cent., quarterly, paya- 
ble April 15. 

Dubuque & Sioux City (leased to Illinois Central), 3 per 
cent., payable April 15. 

Foreclosure Sales. 

The West Wisconsin road was sold in Madison, Wis., 
March 1, under a decree of foreclosure of the first mortgage, 
and was bought by H. H. Porter, of Chicago, who repre- 
sents a majority of the bondholders. The road had a 
bonded debt (including funded coupons) of $5,284,688 on a 
line from Elroy, Wis., to Hudson, 178 miles. <A plan of re- 
organization has been adopted. 

he Chicago, Clinton & Western road was sold at Iowa 
City, Ia., March 6, to satisfy certificates of indebtedness 
amounting to about #350,000. Bought by Peter A. Dey for 
account of a number of the holders of the certificates. The 
amount of his bid was #141,500. The certificates repre- 
sented in the purchase are mainly held in Clinton and vicin- 
ity, but a majority of the debt was owned by the St. Louis 
Iron Company. The road has iron laid from Clinton, Ia., 
westward about 20 miles, and is in operation from iowa 
City to Elmira on the Burlington, Cedar Rapids & Northern, 
9 miles, with some 20 miles more graded. 

The Chicago & Iowa road was sold in Chicago, March 9, as 
previously announced, in spite of an attempt made by some 
of the stockholders to postpone the sale. The sale was under 
foreclosure of a second mortgage for $1,150,000, a first mort- 
gage for 8600,000 remaining. There was some competition 
at the sale, and the price was run up to $900,000, at which the 
road was sole to Wm, G. Weld, G. B. Chandler and J, M. 
Walker, as trustees for the bondholders. The road runs from 
Aurora, Ill, to Forreston, 80 miles. A representative of the 
stockholders protested against the sale, and gave notice that 
an appeal would be taken. 

The Pensacola Railroad, formerty the Pensacola & Louis- 
ville, will be sold by A. E. Maxwell, Trustee, under a decree 
of the Florida Circuit Court, at Pensacola, Fla., May 6. 
The sale will include the road from Pensacola to the junc- 
tion with the Mobile & Montgomery near Pollard, Ala., 44 
miles, with all its appurtenances, and a number of tracts of 
land. First-mortgage Pensacola & Louisville bonds will be 
received in payment of the purchase money at their pro rata 
value, except that enough must be paid in cash to cover the 
costs of the suit. There are $585,000 of these bonds out- 
standing. 


Car Accountants’ Association. 


A circular from the Secretary, Mr. F. M. Luce, dated Chi- 
cago, March 5, 1878, gives notice that the third annual meet- 
ing of the Car Accountants’ Association will be held in New 
York on April 26, 1878. 

Arrangements have been made with the Fifth Avenue 
Hotel, Twenty-third street and Broadway, for the accommo- 
dation of delegates. The meeting will be held in the hotel 
parlors, and it is the desire of the Committee of Arrange- 
ments to have all members stop at this house. 

An invitation is hereby extended to all railroads and fast 
freight lines to send their car accountant or the person in 
direct charge of the car accounts to this convention. 


ELECTIONS AND APPOINTMENTS. 


Atlanta & Charlotte Air Line.—At the annual meeting in 
New York, March 18, the following directors were chosen: 
Eugene +: George Warren Smith, Abram 8. Hewitt, 
William H. Fogg, Pomeroy P. Dickinson, Hiram Sibley, 
Henry C. Hardy, Belden R. McAlpine, Frank P. Clark, 
Hiram W. Sibley, Skipwith Wilmer. 

Brooklyn, Flatbush & Coney Island.—The officers of this 
company are: President, John A. Lott; Secretary, Monroe 
B. Washburn; Treasurer, Charles C. Betts. 


Boston & Albany.—The board has reélected Chester W. 
Chapin, President; D. Waldo Lincoln, Vice-President; Wm. 
Bliss, meral Manager; C. E. Stevens, Treasurer; J. A. 
Rumrill, Secretary and Clerk. Itis still stated that Mr. 
Chapin will retire soon, 

Chicago, Clinton, Dubuque & Minnesota,—At the annual 
meeting in Dubuque, Ia., recently, the following directors 
were chosen: Alpheus Hardy, a Ia.; James F. Joy, 
Detroit, Mich.; Nathaniel Thayer, Sidney Bartlett, F. Bart- 
lett, H. H. Hunnewell, John A. Burnham, J. W. Brooks, 
John N. Denison, Boston. 

Coast Line.—At the annual meeting in Savannah, Ga., 
March 6, the old board was reélected, as follows: H. Ambos, 
D. C. Bacon, M. J. Desvergers, M. J. Doyle, T. H. Harden, 
Alfred Haywood, D. O'Connor, F. J. Reckert, David Wells, 


—— Southwestern.—Mr. Joseph Sampson is appointed 
Acting Superintendent, to date from March 1. ce at 
Dubuque, lowa. 


Golden, Boulder & Caribou.—The officers are: T. G. 
Lyster, President; T, W. Moffat, Secretary and Treasurer. 
Grand Rapids & Indiana.—At the annual meeting in 
Grand Rapids, Mich., March 6, the following directors were 
chosen: W. 0. H bart, Harvey J. Hollister, Grand Rapids, 
Mich. ; bog 2 Hoag! , LP. , Fort Wayne, Ind.; 
J. G. Wait, turgis, Mich.; Mancel Talcott, C : Thom- 
as D. Messler, J. N. McCullough, Wm. Thaw, Pittsburgh; 
B Scott, Phila: 


John P. Green, . Thomas A. 
delphia; Robert B. Potter, New York. 

Kansas City, St. Louis & Chicago,—At the annual meet- 
ing in St. Louis, March 6, the following directors were 
chosen: John J. Mitchell, k. P. Tansey,. John M. Woodson, 
H. J. Higgins, John W. Reed, Thomas Shackelf George 
Straut, . H. Mitchell, John P. Rea. The elected 
John J. Mitchell, President; R. P. Tansey, Secretary and 

reasurer, This is the company which is building the Chi- 
cago & Alton Extension to Kansas City. 

Missouri, Kansas d: Texas.—The position of General 
Superintendent has, it is stated, been offered to Mr. A. A. 
Tainage, now of the Missouri Pacific. 
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THE RAILROAD GAZETTE. 








Mr. F. W. Coombs has been appointed Superintendent of 


the Osage Division. 

Missouri Pacifie.—At the annual meeting in St. Louis, 
March 5, the following directors were chosen: Oliver Garri- 
son, D. R. Garrison, D. K. Ferguson, W. M. Samuel, St. 
Louis; Joseph L. Stephens, Boonville, Mo.; A. M. Billings, 
Chicago; C. K. Garrison, W. R. Garrison, Russell Sage, F. 


R. Baby, J. P. Kennedy, A. V. Stout George J. Forrest, 
New York. The only new director is Mr. Ba y, who suc- 
ceeds D.R. Mangam. The board reélected C. K. Garrison 


President: 


Oliver Garrison, Vice-President; C. L. White, 
Secretary. 


| weeks. 


| 


| 


New York Elevated.—Col. R. E. Ricker has been appointed | 


General Manager. 


He is well known as a railroad man of | 


wide experience; he served on the New York Central and | very i no 
| the two years, indicating that the crop of 1877 was as large 


the Michigan Southern, was General Superintendent of the 
Terre Haute & Indianapolis, then Superintendent of Motive 
Power of the Pennsylvania, ard finally Superintendent and 
Engineer of the Central Railroad of New Jersey, having 
been appointed to that position after the death of Mr. Josiah 
O. Stearns in 1867. He left the Central, in October, 1876, 
and has since been in business in New York as a consulting 
engineer and agent for railroad supplies. 

Olean, Bradford & Warren.—The New York and Penn- 
sylvania divisions of this road have been consolidated under 
one management, with the following officers: J. D. Yeo- 
mans, Superintendent; C. 8. Whitney, Treasurer; C. K. 
Thompson, Auditor. 

Philadelphia & Reading Coal & Iron Co.—Mr. E. A. 
Quintard has been appointed European Sales Agent, the local- 
ity of his office to be fixed hereafter. 

The office of General Sales Agent, heretofore held by Mr. 
Quintard, is abolished. The tern, Western and New 
York sales agents will report directly 
ards, General Coal Agent, who will ha 
those agencies. Mr, § 
and Southern. Sales Agent, and will control all sales and 
agencies in the Southern States, Pennsylvania, Delaware and 


that part of New Jersey south of Mercer and Ocean coun- 


ties. 

Providence & Worcester.—Mr. Wm. E. Chamberlain, of 
Boston, has been appointed Superintendent, in place of Wm. 
D. Hilton, codanall 

Quincy, Missouri & Pacific.—At the annual meeting in 
West Quiney, Mo., March 5, the following directors were 
chosen: George Adams, 8. Boyington, J. M. De France, 
Amos Green, Thomas Jasper, W. B. Larkworthy, F. M. 
Merke, I. M. Miller, Thomas Raymond, Henry Root, Hugh 
Smith, John Wheeler, E. V. Wilson. 

Rumford Falis & Buckfield.—At the annual meeting re- 
cently the following directors were chosen: 8. C. Andrews, 
8. T. Corser, Otis Hayford, Israel Washburn, Jr., N. L. Mar- 
shall. The board reélected Israel Washburn, Jr., President; 
George D. Ricker, Clerk; 8. C. Andrews, Treasurer. 

St. Louis, Kansas City & Northern.—At the annual meet- 
ing in St. Louis, March 5, the following directors were 
chosen: B. W. Lewis, Jr., John Jackson, John A. Scudder, 
John H. Beach, Wm. Spear, L. B. Parsons, James F. How, 
C. P. Burnham, St. Louis; Solon Humphreys John A. 
Jameson, W. R. Garrison, New York. The board reélected 
B. W. Lewis, Jr., President; James F. How, Vice-President 
and Secretary ; Thomas McKissock, General Superintendent; 
R. D. Kohn, Treasurer; D. B. Howard, Auditor; Wells 
Blodgett, Attorney. 

St. Louis & San Francisco.—At the annual meeting in 
St. Louis, March 5, the following directors were chosen: 
James Baker, Samuel Hayes, St. Louis; Frederick Butter- 
field, S. M. Seely, Andrew Peirce, W. F. Buckle y, Thomas 
T. Buckley, George F. Stone, J. P. Robinson, C. J. Bergen, 
Joseph Seligman, New York; Francis B. Hay: a WwW. &. 
West, Boston. The new directors are Messrs. 8. Hayes, 
Seely, Peirce, Butterfield and West, who succeed C. Little- 
field, W. H. Coffin, W. D. Griswold, Uriel Crocker and G. 8. 
Curtis. Mr. Peirce was formerly a director and President of 
the Company. 

St. Louis Union Depot.—At the annual meeting in St. 
Louis, March 6, the following directors were chosen: W. D. 
Griswold, R. H. Shoemaker, Wm. Taussig, Samuel Gaty, 
St. Louis; Wm. H. Clements, J. N. Kinney, R. M. Shoe- 
maker, Cincinnati. 

Warren.—At the annual meeting in Belvidere, N. J., 
March 4, the following directors were chosen: John I. Blair, 
Selden T. Scranton, Dewitt C. Blair, Samuel 8. Clark, Jehial 
G. Shipman, Samuel Sloan, John Brisbin, Moses Taylor, 
Wm. E. Dodge The road is leased to the Delaware, Lacka- 
wanna & Western. 


PERSONAL. 


--Mr, A. B. Garner has, it is said, resigned his position as 
General Superintendent of the Missouri, Kansas & Texas 
Railway. 

—Mr. D. Waldo Lincoln, Vice-President of the Boston & 
Albany Company, was thrown from his horse in Worcester, 
Mass., one day last week, and had one rib broken and a 
shoulder badly bruised. 

—Mr. Henry Williams, Master of Transportation of the 
Louisville, New Albany & Chicago Railroad, died at New 
Albany, Ind., Feb, 28. He had been on the road 15 years, 
nine as conductor and six years in his late position. 

—Mr. C. C, Gale, Superintendent of the Indianapolis Di- 
vision of the Cleveland, Columbus, Cincinnati & Inc ianapo- 
lis Railroad, completed his twenty-fifth year of service with 
the company March 1. He began on the road asa brake- 
man, ‘The company seems to a good one to stay with, for 
there are now 60 men on its pay-rolls who have been 20 
years on the road, and 21 who have served 25 years. 

—Mr. Sebastian M. Craver, formerly Freight Agent for the 
Delaware & Hudson Canal Company, committed suicide bv 
shooting himself at his residence in Albany, N. Y., March 9. 
He left the company’s service about a year ago. 

—Mr. Alexander Jacobus, who represents the Eighth Dis- 
trict of Hudson County in the New Jersey Legislature, is a 


member of the Brotherhood of Locomotive Engineers. In a | 
inst | 


the law a 


recent debate on the question of a cen hw 
© sai t they did not 


strikes, which was passed last year, 
object to the section forbiddi 
trains on the road; they did uot desire to inconvenience pas- 
sengers, of whose comfort they were always careful, but 
they did not believe that railroad officers should have power 
to compel men to take out trains when they had given no- 
tice of their intention to quit work at a certain time. 

—Mr. H. H. Courtright, late General Freight Agent of the 
Hannibal & St. Joseph, 
Missouri Pacific and the St. Louis, Kansas City & Northern 
roads at Kansas City. 


Kansas Emigrant Travel. 
A great emigration to Kansas is reported this spring and 
the railroads to Kansas City, Leavenworth and Atchison 
have had an unusually large passenger business for several 


employés to leave their | 


been offered the agency of the | 





to Thomas M. Rich- | 
ve general charge of | 
muel ©. Harris will be known as Line | 


| 





A large part of this traffic is of second-class pas- 
sengers or of colonies or parties carried at special rates, but 
it must have considerably increased the revenue of the roads, 
Most of the emigrants are going to the central and western 
sections of the State, the Atchison, Topeka & Santa Fe being 
especially favored, though a considerable number of new 
settlers are reported as stopping in the eastern counties. 
Cotton Movement. 
For the six months of the crop year, from Sept. 1 to March 


1, the — of cotton at the seaboard and the total ex- 
ports have been, in bales: 


1877-78 1876-77. Inc. 
Receipts. ... 3,579,054 3,573,007 6,047 
Exports ab es 2,221,664 2,218,987 2,677 


There is thus very little difference in the amount moved in 
as that of 1876, which was very nearly as large as any ever 
produced. The movement was very light early in the crop 
year, the crop having been late to mature, but during the 
winter it has been exceptionally heavy, for the first two 
months of the calendar year being as follows: 


1878. 1877. Increase, P.c. 
Receipts... . . .. 1,246,139 1,010,944 235,195 23.2 
| eee -1,101,463 905,020 196,443 21.7 


Which indicates that some of the Southern roads had had 
an unusually large winter business. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
31: 


Year ending Dec 


L876. Inc. or Dec. 






































Clev. & Pittsburg. $2,484,029 Dec $91,703 3.7 
Expenses....... : 391,447 Dec. 99,785 7.2 
Net earnings $1,100,664 $1,092,582 Inc $8,082 ‘F 
Earn. per mile 10,609 11,016 Dec. 407 (3.7 
P. c. of exp’nses 54.00 56.02 Dec. 2.02 3.6 

St.L., 1. Mt.&So. 4,500,422 4,002,045 Inc 498,377 12.5 
Expenses....... 2,368,520 331,020 Ine 37,500 1.6 
Net earnings... $2,131,902 $1,671,025 Inc.. $460,877 27.6 
Earn. per mile.. 6,575 5,847 Inc.. 728 12.5 
P. c. of exp ’nses 52.63 58.25 Dec 5.62 9.6 

Whitby, Port Per- 
ry & Lindsay... 59,200 90,501 Inc.. 8,699 17.2 
Expenses. ae 35,906 31,406 Inc.. 4,500 14.3 
Net earnings $19,095 Inc.. $4,199 22.0 
Earn. per mile. 1,122 Inc.. 194 17.2 
P. c. of exp’nses 62.18 Dec. 153 2.5 
Two months ending Feb. 28: 

1878. 1877 

Atchison, Topeka 
& Santa Fe... $356,500 $271,214 Ine $85,286 31.4 

Bur., Cedar Rap. 

& Northern.. 312,608 170,550 12.0 
Central Pacific... 099,000 16,786 08 
Chicago & Alton.. 15,677 5 60,978 9.0 
Chi. & Northw’n. 19,904 586,78: : 553,121 34.9 
Denver & Rio G. 115,266 82,040 Inc. 33,226 40.5 
Grand Trunk..... 1,601,062 1,452,181 Ine 148,881 10.3 
Great Western... 833,507 624,423 Inc 209,084 33.5 
Ill. Cen., Nil. lines. 809,164 726,267 Ine 82,897 11.4 
Til, Cen., Spring- 

field Div....... GG Sa vaenucions.. ocamasampebene 
Tl. Central, lowa 

eee sists 252,793 193,572 Inc 59,281 30.6 | 
Kansas Pacific... 368,909 357,359 C 11,550 3.2 
Missouri Pacific 574,677 43,435 8.2) 
St. L., A.& T. H., 

Belleville Line. . 74,850 88,159 Dec 13,309 15.1 
St. Louis & San F. 179,687 206,536 Dec 26,849 13.0 
T., Peoria & War. 225,344 159,149 Ine 66,195 41.6 

Month of January: 
Atlantic Great 

Western........ $299,052 $266,549 Inc.. $32,503 12.2 
At., Miss. & Ohio.. 142,537 109,986 Inc 32,551 29.6 
Chi., Burlington & 

Quincy ......... 1,045,467 76,835 Inc.. 168,632 19.2 | 

Net earnings... . 479,667 303,476 Inc.. 175,191 57.7 

P. c. of exp'nses 54.14 65.38 Dec. 11.24 17.3 
Clev., Mt. Vernon | 

& Delaware .... 29,156 26,899 Inc.. 

Net earnings.... 5,755 3,278 Inc.. 

P. c. of exp‘nses 80.69 87.48 Dec | 
Dakota Southern 8,497 Ine 

Net earnings.. Ceerbesdye) senhdbeshne nates | 

P.c.ofexp’mses —§ 48.21 ........ ae Wan Guebacusenag 
Kansas Pacific. . 176,265 Inc. 13,191 

Net earnings. . 46,257 Inc 5,353 

P. c. of exp nses 73.87 Dee 0.94 
Nashville, Chatt. | 

& St. Louis... ... 150,466 Inc. 27,340 18.2 

Net earnings... 63,475 Inc. 15,277 24.1} 

P. c. of exp’nses 58.00 Dec : 4.1 
Paducah & Mem.. 15,110 Ine 9.5 

Net earnings 1,230 Ine 294.4 | 

P. c. of exp nses 92.53 Dec 23.4 
St.Joseph & West. 280 Inc 61.9 

Net earnings. . ixenieuekeee : cepewaseen, ooee fl 

P. c. of exp'nses DEE Cusvecgaceeve, peevenecnshenees Limeuee 
St. Paul & Sioux 

GMT etecnavess 40,467 30,597 Inc. 9,870 32.3 

Net earnings... 13,805 4,963 Inc.. 8,842 176.8 

P. c. of exp'nses 66.65 83.77 Dec. 17.12 20.4} 
Sioux City & St. 

| ET 15,522 Inc.. 10,437 67.3 

Net earnings... 6,978 ...... adem.’ ates iss 9s %5 

P. c. of exp’nses é 107.23 Dec. 34.23 32.0 
Union Pacitic.... 837,340 815,354 Inc. 21,986 27 

Net earnings. .. 501,330 492,902 Inc. 8.428 1.7 

P. c. of exp’nses 40.15 39.57 Dee 0.58 15 

Month of February: | 
Atchison, Top. & 

Santa Fe......; $185,500 $136,350 Inc $49,150 36.0 
Bur., Cedar Rap 

& Northern .... 147,196 68,094 Inc 79,102 116.3 
Central Pacific... 974,000 945,171 Inc %8,829 3.0 
Chi. & Alton..... 298,966 325,047 Dec 26,081 8.0 | 

| Chi. & Northw’n. 1,062,013 779,057 Inc 282,956 36.2 

Denver & Rio G. 55,065 40,182 Inc 14,863 37.0 

Ill. Cen., Ill. line. 364,413 358,866 Ine 5,547 1.5 
* Spring. Div. ST ee res 

* Towa lines.. 3 100,257 Ine 24,114 24.0 

Kansas Pacific... 179,453 181,094 De 1,641 09 

Missouri Paciiic.. 279,866 265,339 Inc 14,527 5.5 

St. L., Alton & T. 

H., Beliv'le line 35,008 36,789 Dee 1,781 48 
St. Louis &€ San 

Francisco.. ... 82,145 106,049 Dec 23,904 22.6 
Toledo, Peoria & 

W een 94,878 80,579 Inc. 14,299 17.7 

Week ending March 1: 

| Great Western, of 

Canada......... $79,233 $87,659 Dec.. $8,426 9.6 

Week ending March 2: 

Grand Trunk..... $183,308 $182,512 Inc $791 0.4 





East-Bound Rates. 
The new tariff which went into effect Monday, March 11, | 
= rates on the basis of the following from Chicago to New 
York in cents per 100 Ibs. ; 


Class. 
2. 3. 4. Bulk Dressed Dressed Cheese 
meats. meats, poultry, and seeds. 
150 110 8 30 35 75 85 40 


Grain in bulk, boxed meats and barreled meats, lard, etc., go 
at fourth-class rates. Flour per barrel is twice the rate of | 
in per 100 lbs. Boston rates a:e ten cents higher than | 
ew York rates for the first and second classes and five cents 
higher for the other classes. To Baltimore the rate is three | 





| cents less, and to Philadelphia two cents less for all the classes. 


* | and 69,024 tons from the 


| Breton mines for 
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Ice Traffic, 

Ice traffic is this spring a very considerable item in the 
business of many roads, especially in the West. The usual 
local sources of supply of many towns and cities have failed, 
and they are forced to draw on those places further north, 
where the weather has been severe enough to make ice heavy 
enough to store for-winter use. On the Eastern sea-board 
the supply will be drawn largely from Maine, and will be 
carried by water, but in the interior the ice must go by rail, 
and many north-and-south lines connecting with St. Louis, 
Cincinnati, and cities similarly situated, will find this busi- 
ness a considerable addition to their revenues this spring. 

. Coal Movement, 
Coal tonnages for the first two months of the year are re- 


ported as follows, the tonnage reported in each case being 
only that originating on the line to which it is credited: 

















Anthracite : 1878. 1877. Inc, or Dec. P. c. 
Philadelphia & Reading. 386,654 599,180 Dec .212,526 35.5 
Northern Centrai, from 

Shamokin Division and 

Summit Branch R. R... 57,877 Imc.. 1,822 3.1 
Danv., Hazle. & Wilkes b. 4,022 Dec. 693 17.3 
Central, of N. J., Lehigh 

eke ee ee 264.877 310,494 Dec. 45,617 14.7 

| Lehigh Valley............ 434,829 529.745 Dee. 94,916 17.9 
Pennsylvania & N. Y.... 1,738 Dec. 5,407 75.6 
Del., Lack. & West.. 331,831 Inc.. 13,567 43 
Del. & Hud. Canal Co.... 450,135 Inc..130,712 40.9 
Pennsylvania Coal Co... 87,719 é Dec. 40,782 31.7 
State Line & Sullivan... 5,635 2,054 Inc.. 3,581 174.3 

Total anthracite. ..2,026,446 2,276,705 Dee .250,259 11.0 
Semi-bituminous; 
Cumberland, all lines.... 106,630 Dec. 66 (t«w 
Huntingdon & Broad Top 22,467 Inc.. 814 3.3 
East Broad Top.......... 2,572 Dec . 13,384 51.5 
Tyrone & Clearfield...... 181,428 Dec . 41,969 18.8 
Bellefonte & Snow Shoe. 6,609 Dec. 2,846 30.1 
Total semi-bitum’s. 329,706 387,157 Dee. 57,451 14.8 

Bituminous: 
eae 66,514 Dec. 18,860 28.4 
Allegheny Reg’n,Pa.R.R. 30,546 31,030 Dec. 484 1.6 
Penn & Westmoreland 

Sg 130,108 151,858 Dee. 21,755 14.3 
West Pennsylvania R.R. 14,327) 

Southwest Penn. R. R.... 5,171 - 107,362 Dec. 29,008 27.0 
Pitts. Region, Pa. R. R... 58,796) 
Total bituminous .. 286,597 356,704 Dec. 70,107 19,7 


The anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for the first two months of the year 
was as follows: 


1878. 1877. Inc. or Dec. P.c. 

South Amboy for shipment...102,065 80,168 Inc..21,897 27.3 
Local distribution on New Jer- 

6 eee 26,746 28,722 Dec. 1,976 6.9 
Company's use on New Jersey 

SDs pense nausileves.sewsnas 14,246 13,100 Inc.. 1,146 8.7 

BOORED . oxkb veri vinescesss 143,057 121,990 Inc,..21,067 17.3 


Of the total this year 74,033 tons were from the Lehigh, 
Wyoming Region. 

The total coal 1 tama of the Nova Scotia and Cape 
877 was as follows: 





j 1877. 1876. Inc. orDec. P. c. 
PEERED, decocccenuk’ cetasteee 687,065 634,207 Inc..52,858 83 
DOOR SE WMMOS.. cenced evcwcece 98,841 113,788 Dee .14,947 13.1 
ee oe eee 785,906 747,995 Inc..37,911 51 


The sales by counties were in 1877: Cumberland, 99,078 
tons; Pictou, 284,155 tons; Cape Breton, 301,981 tons; 
other counties, 1,861 tons, 


Grain Movement. 
Receipts and shipments for the nine weeks, from Jan. 1 to 


March 2, are reported as follows by the New York Produce 
Exchange, grain in bushels and flour in barrels: 
Flour : 1878. 1877. Inc. or Dec. P.c. 
Northwestern rec’ts. 993,724 717,910 Inc.. 275,814 38.3 
ys shipments 973,802 653,836 Inc.. 319,966 49.0 
Atlantic receipts.... 1,464,653 1,158,255 Inc.. 306,398 26.5 
Wheat: 
Northwestern rec’ts.10,005,531 3,063,441 Inc.. 6,942,090 226.3 
| “4 shipments 8,415,032 1,338,025 Inc.. 7,077,007 529.0 
Atlantic receipts. ..11,988,233 1,250,595 Inc..10,737,638 858.4 
Corn: 
Northwestern rec’ts 8,525,962 10,838,735 Dec.. 2,312,773 21.3 
: shipments 5,546,243 5,104,134 Inc.. 442,109 8.7 
Atlantic receipts, ..15,139,820 11,688,609 Inc.. 3,451,211 29.6 
All Grains; 
Northwestern rec’ts.23,647,656 17,777,976 Inc.. 5,869,680 33.0 
vg shipments.16,789,707 8,465,159 Inc.. 8,324,548 98.3 
Atlantic receipts. ..30,855,539 15,982,658 Inc..14,872,881 93.0 


For five years the receipts and shipments of grain of all 

kinds for these two months have been: 
1878. 1877. 1876. 1875. 1874. 

Northwe’n 

receipts.23,647,656 17,777,976 21,865,167 18,627,059 24,692,749 
Northwe’n 

shipm’s.16,789,707 
Atlantic 

receipts.30,855,539 15,982,658 19,685,122 16,203,611 18,389,099 


For the week ending March 2 receipts and shipments were: 
1878. 77 


8,465,159 11,812,500 7,460,731 10,879,315 






1877. Inc. or Dec. P.c. 

Northwestern receipts .2, 460 955,959 Dec 94,499 3.7 
os shipments,1,953,115 1,315,110 Inc.. 638,005 48.6 
Atlantic receipts. ......3,689,356 2,375,036 Inc..1,314,320 55.3 


Compared with the previous week, there is an increase all 


around, but neither Northwestern shipments nor Atlantic 


receipts are as large as the previous week, and the latter are 
much smaller than the average for the past seven weeks, 
while rates have been mostly reduced. 

Of the — at Atlantic ports, 51 per cent. was at New 
York, 17.3 at Baltimore, 16.4 at Philadelphia, 6.8 at Port- 
land, 6.4 at Boston, and 2.1 at New Orleans. 
at New Orleans are the smallest of the Winter. 

The Minneapolis (Minn.) Millers’ Association report that 
during the six months ending March 1 the mills of that city 
bought 3,461,201 bushels of wheat, of which 2,899,415 
bushels were received by rail and 561,786 bushels were local 
wheat or bought at the mills. The shipments of flour for the 
same period were: 1877-78, 620,796 barrels; 1876-77, 
453,221 barrels; increase, 167,575 barrels, or 37 per cent. 

For February and the eight months of the California crop 
year San Francisco wheat exports were: 

1877-78. 1876-77. Decrease. P.c. 
February, bushels....... 640,615 1,348,600 707,985 52.5 
Eight months, bushels... 4,726,558 15,979,000 11,252,442 70.4 


THE SCRAP HEAP. 


The receipts 


Loth to Part. 


A funny incident occurred at the west end of the railroad 
station yesterday morning which at one time threatened 
serious results, and it was only by good fortune that one if 
not two lives were not lost. As the 6:45 train for Wickford 
Junction was about to leave, two women were noticed appar- 


ently bidding each other -bye. One was standing on the 
latform of a car, the other was standing on the tform 
at runs out from that end of the station. They had hold 


of hands, as if for a parting grasp. The train started slowly; 
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there seemed to be no need of the final farewell just yet, so 
the woman on the depot platform walked along, still keep- 
ing hold of the hand of her friend. The speed of the train | 
increased, so did the speed of the woman on the platform. 
Still they kept hold of hands. A young man, an interested 
observer of the transaction, could not quite make up his 
mind whether she that was off the train wished to get on, or 
she that was on the train wished to get off. The speed of the 
train still increased, until the woman on the platform began 
to trot, and then to run; still they kept hold of hands. Those 
acquainted with the locality will remember that the plat- 
form extends some distance from the station, and at the end 
of ita fence commences, which runs along a couple of feet 
or so from the track. The woman on the platform by this 
time was going pretty fast, and when she reached the end 
of the platform she didn’t stop. Still they kept hold of hands. , 
The result was the woman on the platform fell down between | 
the fence and the moving train, and pulled the woman from 
the car down there with her. There the two were piled up 
in a small space, in imminent danger of getting under the 
train that was moving quickly by them. There was a sec- 
ond of silent astonishment and then they both screamed. 
The interested spectator now became a frightened spectator 
and then a rescuer. He rushed to the aid of these unfortu- 
nates, expecting every moment to see one or both caught by 
the train and dragged under the wheels. Before he reached 
them, however, one had. in some way managed to get through 
the fence and out of the way, while the other lay on her 
back, kicking frantically. Fearing she would in her wild en- 
deavors strike the train, to her own great sorrow, the young 
man reached in through the fence, caught her by the feet 
and held them till the train had passed, when she arose and 
inquired if she was perfectly safe. 
The Grades and Alignment of the Mexican Rail- 
way. 
The inclines on this railway are heavy. Steep grades and 
short curves occur chiefly in the section 50 to 100 miles west | 
of Vera Cruz. The difference of level between Vera Cruz | 
and Paso del Macho, 4714 miles, is 1,5594¢ ft. ; in this section | 
the maximum grade is 2's per 100, and the sharpest curves | 
are 600 ft. radius. From Paso del Macho to Boca del Monte, 
60 miles, the difference is 6.34214 ft., and the following are | 
the prevailing grades: 7.61 miles, 2 per cent., or 113 ft. per | 
mile: 9.14 miles, 24¢ per cent., or 132 ft. per mile; 5.89 | 
miles, 5 per cent., or 158 ft. per mile; 1.55 miles, 314 per | 
cent., or 184 ft. per mile; 13.95 miles, 4 per cent., or 211 ft. | 
per mile. This makes a total of 38.14 miles of heavy grade. | 
On the remaining 21.86 miles the incline is mostly 1.5 per | 
100, or 80 ft. The curves vary from 400 ft. radius to 325 
ft. radius, the latter being the sharpest curve on the whole 
line. The works are large and important, consisting of 27 
ron bridges and viaducts, 16 pos and 96 arch and open 
eulverts. The length of tunnel is 2,941 ft., and of bridging 
4,321 ft. In respect of solidity and originality of construc- 
tion these works are equal to any in Europe or the United | 
States. Between Boca del Monte and the city of Mexico the | 
line is comparatively straight and level, the de nowhere | 
exceeding 1.5 per 100, nor the curves 900 ft. radius. No 
very steep grades occur on the Puebla Branch, the maxi- 
mum being 1.5 per 100, or 80 ft. to the mile; the sharpest 
curve is 400 ft. radius. At Vera Cruz is a mole built of iron | 
725 ft. long and 60 ft. wide at the end standing in the sea. | 
There are three tracks on this mole, and cranes are provided | 
for loading and discharging vessels and launches. As the | 
larger class of vessels cannot reach the pier, the company 
have provided for their use two steam tugs and five launches. , 
The total weight of iron used in constructing the mole was | 
553 tons. 


i 


| 
| 





| 


| 
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Infringement of Westinghouse Brake Patents. 

The Pittsburgh Telegraph of March 7 says: ‘“‘ Mr. George 
Westinghouse, Jr., through his counsel, B. C. Christy, Esq., 
yesterday filed a bill in equity in the United States Circuit 
Court, against the Emlenton, Shippenville & Clarion Rail- 
road Comoeny, alleging an infringement of the patent on 
the Westinghouse air brake, in vacuum engines. and other 
aeuineees for checking the speed of trains in making stops. 

1e Court is asked for an injunction to restrain the defen- 
dant company from infringing upon the plaintiff’s patent.” 
Prices of Rails. 

At New York sales of 7,000 tons steel rails are noted at 
$41 per ton at the mill. Quotations are $41 to $48 for steel, 
and $33 to $36 per ton for iron rails at the mill. For old 
rails some small sales are noted at $19 per ton. 

In a — steel rails are quo’ at $41 to $43, and 
iron $33 to $35 per ton, with no sales of importance. Old 
rails are in some demand, bringing $20 to $21 per ton. 
Nearly all the steel rail mills are now full of ‘work with large 
orders on hand. 


OLD AND NEW ROADS. 
Baltimore & Ohio. — The Baltimore Gazette says: 
‘“*Mr. William M. Clements, Master of Transportation of the 


Baltimore & Ohio Railroad Company, issued an order for 
the discharge of all the ticket collectors and parlor-car con- 





proposed compromise as far as taxation is concerned, 
objects to the provisions requiring exchange of business with | 
the canal at Cumberland. 


several years 
miles, and was laid with wooden rails. It was not very suc- 
cessful and has not been operated for two or three years 
past. 
gauge on the road and to run regular trains, if the town of 
aaa will surrender the interest which it owns in the 
roa 


| subscriptions to a considerable amount 


THE RAILROAD GAZETTE. 








- _ —_ j ine = - = = 
the bill), and to allow connection to be made with its road | build suitable repair shops at Logansport, Ind., for the use 
~ or a Cumberland by any new road which may be built | of the road. 

ereafter. 


t the 


It is understood that thecompany is willing to acce . 
ut 


Black River & St. Lawrence.—This road was built 
>from Carthage, N. Y., to Harrisville, 13 | 


The company now offers to lay an iron track of 3 feet | 
| 


Boston, Concord & Montreal.—The extension of this 


| road from the present terminus at Groveton Junction, N. | mcreased « 


H., northeast into Coos County, is being discussed, and local | 


ave been offered. 
Boston & Mystic Valley.—This company having filed 
an additional list of subscribers to the stock, bringing the 





by law, the Massachusetts Railroad Commissioners have au- 
thorized the issue of a preliminary certificate. As to whether 


law, the Commissioners reserve their opinion, one to | 
have a decision from the courts on some doubtful points. 


Boston & Poughkeepsie,—The Railroad Committee of 
the Massachusetts Legislature has reported against the pro- 
posed State loan of $1,000,000 to thiscompany. The com- | 
mittee urges that the time has come when all new enter- | 

rices should stand upon their own merits, and that the 
State should refuse aid in all cases, 


Brooklyn, Flatbush & Coney Island.—This com- 
poy was formed last fall by the consolidation of the Coney 
sland & East River and the Flatbush. ring ! Island, Par 
& Concourse companies. It has now a iar orce at work 
on a railroad of standard gatige from the Long Island Rail- 
road’s Atlantic avenue line, near Classon avenue, in Brook- | 
lyn, southward to Flatbush avenue, near the Willinck en- 
trance to Prospect Park and thence through Flatbush to 
Coney Island. The distance is about eight miles, and some 
heavy work is required. Full size locomotives are to be 
used to run the heavy excursion trains ex . The com- 
pany has also bought a tract of land at the Coney Island 

terminus and will build a large hotel there. 


Burlington, Denmark & Keosauqua.—The town of 
Denmark, Ia., has voted to levy a tax in aid of this projected 
road. A preliminary survey of the line is to be made at 
once. 


Cairo & St. Louis.—The United States Circuit Court, at 
Springfield, Tll., has dissolved an ———- recently granted, 
restraining Collector Willis from distraining the property of 
this company, in satisfaction of revenue tax due on certifi- 
cates of indebtedness, which were in the form of meal 
tickets and boarding-house checks issued by Receiver Smith- 
ers to employés of the road, 


Central, of New Jersey.—The Committee of Detail 
give notice that all parties interested in the stock or bonds of 
this company, the bonds of the American Dock & Improve- 
ment Company, or of the Lehigh & Wilkesbarre Coal Com- 
pany, are invited to call and sign the agreement for the 
equitable adjustment of its affairs. 

No participate in the benefits of the agreement, stock- 
holders must sign it on or before March 25, 


tions to the same will be received at the office of the com- 
pany, No. 119 Liberty street; at the office of the Receiver of 
the Lehigh & Wilkesbarre Coal Company, No. 71 Broad- 
way, or at the office of J. 8. Kennedy & Co., No. 41 Cedar 
street, New York. 


Central Vermont.—Ar, 
the United States District 


ent was heard last week in 
urt at Burlington, Vt., in the 
suit begun by Brooks and others to enforce the priority of 
lien of the Vermont Central first-mortgage bonds over the 
bonds issued by the trustees and receivers. 

Chancellor Royce’s denial of the Vermont & Canada Com- 

ny’s petition for the appointment of a new receiver was 
based chiefly on the assumption that such a change would 
embarrass the Central Vermont Conmeny in its manage- 
ment of the property, and would probably break up existing 
contracts and relations with other roads, 


Chicago, Burlington & Quincy.—That business is 
active on this road may be ju from the fact that orders 
have been given for the construction of 500 more freight 
cars at the Aurora shops. 

Notice is givem that after March 20 the 7 per cent. consoli- 
dated mo: bonds of this company can be re; red at 
the Natio: nk of Commerce in New York, and coupons 
on all bonds so registered will be payable there. Coupons 
on all bonds of the same mo: can henceforth be collect- 





ductors, to take effect next Friday. The ticket collectors 
were appointed about a year ago and have given entire sat- 
isfaction, and their discharge is attributable to a desire of 
the company to reduce as far as practicable the operating 
expenses of the company. Some three hundred men were 
also discharged from the company’s shops on Saturday. * * 
The officials of the company state that the high state of effi- 
ciency of the power and equipment, together with its com- 
one: lessened business, rendered this step m 

hese men were employed on full time during the winter 
months, when the forces were increased. Is been the 
custom of the company to make reductions in its forces 
when its equipment has been raised to the standard at which 
it now is. It is understood that it is not contemplated to 
make any reduction in the rate of of the company’s 
employés, and that the men employed will be kept on 
time.” 

The bill prepared by the committee of the Maryland 
lature as a compromise of the tax questions in dispute with 
this company, provides that on or Tesore July 1, 1878, the 
company shall pay to the Comptroller $100,540.64 in satis- 
faction of all claims for State taxes upon the re receipts 
of the company from April 1, 1872, to Dec. 31, 1877. 
sum of $366,370.56 shall be taken as the whole sum due by 
the company to the State up to Jan. 1, 1878, for the State's 
proportion of the whole amount of the money received by 
the company for the transportation of passengers on the 
Washington Branch, and for all dividends on the State's stock 
in the Washington Branch up to October, 1877, after crediting 
to the company all its claims, of whatever description 
against the State. This sum orgy a get ree to be pai 
in cash) to be paid in 6 per cent. 
years. Hereafter the company shall pay 
one-half of 1 per cent. on all the 
ings of the property in the State of 
this sum to be in full satisfaction of all taxes on 
property, incl the Washi Branch. 

exemption 


the company is to accept the act and giveup the 
to to carry 
ap thems See Chagupenhe 


granted it by the origi charter; 
coal, iron, ores, lumber and stone to 
Ohio Canal at Cumberland at uniform rates (specified in 





ed at the National Bank of Commerce in New York, or at 
| the office of the company in Boston, at the option of the 
‘ holders of the bonds. 


Copies of the agreement may be obtained and subscrip- | 


Galena & Southern Wisconsin.—This road is now 
completed to McCormack’s, Wis., eight miles beyond the 
late terminus at Platteville, and 40 miles from Galena, II. 
This extension was finished last year. The company expects 
to build 11 miles more, to Montford, this season. 


Grand Trunk.—The official announcement made in 
London states that (subject to audit) the accounts for the 
half-year ended Dec, 31, 1877, show the net revenue to 
amount to £256,000, and that after payment of all pre-pref- 
erence charges, there will remain a balance sufficient to pay 
a half year’s dividend of 3 per cent. per annum on the first 
preference stock, and the Directors propose to issue divi- 
dend warrants at that rate on March 1 

The charges against the revenue for the half-year include 

Sareue, as compared with the corresponding half- 
year of 1876, of £46,000 in respect of the maintenance of 


way department, and of £6,000 for renewal of engines. 


Freat Western, of Canada.—A cable dispatch from 
London says: ‘“‘The Great Western Railway accounts show 


| amount subscribed by responsible parties up to that required | a balance, after providing a credit for the various reserve 


funds for the half-year, sufficient to write off the revenue 
overdraft and arrears of dividend on preference stock for 


| the proposed connection with the Boston & Maine, at Somer- | the previous half year, to pay a dividend on preference 
| ville, and the laying of a third rail are allowable under the | stock, to pay a dividend on ordinary shares of 05 per cent., 


and to carry forward $10,000.” 
This is a better showing than the road has been able to 
make for several years. 


Gulf, Colorado & Santa FKe.—The board of directors 
has decided to contract with J. H,. Brooks, of Iowa, for the 
extension of the road, on terms proposed by him. 

The board has also resolved to run a train twice a week 
over the 45 miles of road completed from Galveston, Tex., 
westward, and to put up several depots at convenient points. 


Illinois Central,—This company’s statement for Feb- 
ruary is as follows: 

During the month of February 1,065.53 acres of land were 
sold for $5,737.11. The cash collected on land contracts was 
$17,438.93. 

The trattic on the main line in Illinois (707 miles) was 
$364,413.00, against $858,866.43 in February, 1877. There 
was also an increase on the Iowa Division of #24,114.03, 
making the gain on the entire line for the month 829,660.60. 
In addition to the above, the Springfield Division earned in 
February (as estimated) $11,243. 

It is reported that this company intends to give up the use 
of the Chicago & Iowa road, over which the usiness of its 
Iowa lines has passed to reach Chicago since 1872, aid is ne- 
gotiating with the Chicago & Northwestern for the use of its 
line from Freeport to Chicagofor that business. This part 
of the Illinois Central, from Freeport to Dubuque, originally 
formed an extension of the Chicago-Freeport line of the 
Northwestern, and passenger trains from Chicago to Du- 
buque ran over this route before the Chicago & lowa was 
built. 


Illinois Extension.—This company has filed articles of 
incorporation in Illinois to build a railroad from Chicago 
through the towns of Lake and Thornton, in Cook County, 
to the Indiana line, there so connect with the projected In- 
diana Extension Railroad, The capital stock is to be $1,080,- 
000, The incorporators are William Young, of Valparaiso, 
Ind.; Leonard Pearson, Benjamin Wiley, Lafayette L, Sim- 
mons and David L. Hough, of Chicago. 


Indianapolis, Cincinnati & Lafayette.—Mr. Daniel 
A. Dwight, Trustee under the Cincinnati & Indiana mort- 
gage of 1867, gives notice to the bondholders that he will, 
on April 3, apply to the Court to —_ his resignation as 
trustee and to relieve him from all further responsibility, un- 
less before that date he is supplied with sufficient funds to 
prosecute to its completion the foreclosure suit which he be- 
gan at the request of the bondholders. 


| 


Iowa Railroad Law.—The lower House of the Iowa 
Legislature has, after a long debate, passed the bill repealing 
the railroad tariff law and providing for a board of commis- 
sioners to have the general regulation of the railroads of the 
State, with power to prevent extortion and discrimination. 
The Senate is said to have a majority in favor of the bill. 


James River & Kanawha Canal.—It has been finally 
decided to repair the damages done by the winter freshets. 
A contract for the repair of the canal from Richmond to 
Buchanan and Lexington, has been let to Jordan, Ballard & 
Co., of Rockbridge County, Va. 


Lafayette, Muncie & Bloomington. — Receiver 
Chapman's statement for January is as follows: 
Balance, Jan. 1 
Receipts for the month 


$14,331.26 
34,972.13 


ES, EE oe! ee Ee ey $49,303.39 
NN ST Pe LOPS REL eee 35,983.86 
a os ck nana anamabakeeehessbenien $15,319.53 


The receipts exceeded the disbursements by $988.27 for 
the month. 


Leavenworth, Lawrence & Galveston.—In the suit 





| Chicago & lowa.—In Chicago, recently, P. B. Shumway 
| and others filed a bill in equity to restrain the Chicago, Bur- 
| lington & Quincy egy <1 Boe its officers from voting at 
| the annual meeting on 6, shares of stock in the Chicago & 
Iowa Company. The plaintiffs claim that the stock was not 
legally issued. A temporary injunction was granted, pend- 
ing a further hearing. 
n effort was also made to 

the road, but the Court finally re’ 
sale was made, as noted elsewhere. 


_ 

Cincinnati & Eastern.—This company now has under 
contract, to be completed by May 1, an extension of five 
miles from the present western terminus at Batavia Junction, 
O., on the Little Miami to a connection with the Miami 
Valley road, now under construction. It will then use the 
| Miami Valley track into Cincinnati and also the terminal 
| facilities of road in the city. The company is also 
| building a branch from a point on its main line 12 miles 


me the foreclosure sale of 
to take action, and the 





brought by the State of Kansas to compel this company to 
| maintain and operate its line to Lawrence and Leavenworth, 
| the United States District Court has overruled a demurrer 

put in by the company, and holds that the State has a right, 

under the charter and land grant act, to require the com- 
| pany to operate this portion of its road. 


Lehigh Coal & Navigation.—An adjourned meetin 
of the stockholders was held in Philadelphia, March 12, a 
which, after some discussion, resolutions were mee 
proving the annual report and confirming the action of the 
managers on their agreement with the Central Railroad 
Company of New Jersey. Another resolution was parsed re- 
questing the managers hereafter to prepare and distribute 
to the shareholders the annual report one week before the 
time of the annual meeting. 


Louisiana & Missouri River.—At a meeting held in 
St. Louis, March 6, the stockholders voted to authorize an 
issue of $300,000 of bonds in fulfillment of an agreement 


| from Cincinnati, to New Richmond, a distance of 15 miles, | made in settlement of a number of claims inst the com- 
| Danville, Roxboro & Durham.—It is ee to | aay Ay renee yg by — wane Ay ala ~ cmt yn 
build a railroad from Danville, Va., south to Yance e, | the Chicago & “Alton, coe which leases the road. y 


| N. C., thence east through Leasburg to Roxboro, and thence 
south again to Durham on the North Carolina road. The 
whole length of the line is about 65 miles, and it passes 
—— a good farming country, where tobacco is largely 


lish ers been executed. It provides, as al- 
je —* ny pt tg a for a Ng ne to be 
exc or prior Receiver’s certificates, 
\ete., bod be on ny mo’ ‘ for : “eo ney Med be - 
| changed for ter bonds, Grea estern to guaran 

| all the new bonds: 


Eel River.—This company is making arrangements. to 


Marietta, Pittsburgh & Cleveland.—Tunnel No. 4 
on this road, which has ntwo years under construction, 
has been completed. I+ is 1,010 feet long, part of it through 
a vel t and treacherous clay bed. A temporary line 
with high grades has been in use since the opening of the 
road, but will now be abandoned. 

Memphis, El Paso & Pacific.—This defunct company 
still survives as an occasion of litigation. The suit brought 
by Thomas C. Bates to recover some $500,000 from John A. 
ro Grey as Receiver of the company was decided at Roches- 
ter, N. Y., March 12, when'the Court ordered the suit to be 
finally dismissed. 

Missisquoi.—At the recent town-meeting in St. Albans, 
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Vt., it was voted to instruct the town authorities not to pay 
interest on the town bonds issued to this road until the Pres- 
ident makes a full and open statement of the condition of 
the company and the operations of the road. 


Mobile & Ohio.—Notice is given that, under an order 
of the Circuit Court of the United States for the Southern 
District of Alabama, dated Feb. 18, 1878, the Receivers of 
the Mobile & Ohio Railroad will on and after March 14 
and until further notice pay to the holders of the bonds 
issued under and secured by the mortgage known as the first- 
mortgage, dated Nov. 1, 1853, a dividend of 4 per cent. 
upon the face value of such bonds, valuing for the purposes 
of this dividend each sterling and sterling interest bond as 
$1,000; and each dollar interest bond as $750. 

3y the terms of the order this dividend is provisional and 
payments under it will be subject to adjustment upon the 
final settlement of said bonds. 

The above dividend will be paid at the office of the Trus- 
tees, No. 11 Pine street, New York, upon presentation of, 
and the amount so paid will be stamped upon, each bond at 
the time of payment. 


Monongahela Valley.—A company by this name has 
been organized in West Virginia to build a railroad from the 
Pennsylvania line through Monongalia and Marion coun 
ties to Fairmont or Palatine. 
$500,000, and the office of the company is at Fairmont, W. 
Va. The line is to be part of a projected extension of the 
Waynesburg & Washington road from Waynesburg, Pa., 
southward. 


Montreal, Portland & Boston.—Trains are once more 
running on this road, after a suspension of several weeks. 
The road is in the possession of 8. T. Willets, who was 
chosen President by the board recently elected. E. H. Goff, 
who was chosen President by the succeeding board, is now a 
fugitive from Canada, under charges of defrauding an in- 
surance company with which he was connected. 


New Haven & Northampton.—This company has pur- 
chased 1,200 tons of steel rails to be laid on the northern end 
the road thisseason. The entire main line from New Haven 
to Northampton will then be laid with steel. 


New Mexico & Southern Pacific.—It is stated that 
work will be actively pressed on this extension of the Atchi- 
son, Topeka & Santa Fe, and that contracts will be let this 
spring for the line from La Junta, Col., southwest to Las 
Vegas in New Mexico, Surveying parties are now in the 
field and several lines are to be run. It is said that the com- 
pany has already sent a force to begin the grading through 
the Raton Pass, in order to occupy that line. The 
Legislature of New Mexico has passed a very liberal railroad 
law, under which this company has been organized. 


Ohio Central.—A meeting of bondholders was held in 
Newark, O., March 6, at which a plan was submitted for the 
purchase of the road at the coming foreclosure sale. The 
plan will probably be carried out. 


Ohio & Mississippi.—In Indianapolis, March 8, a final 
hearing was had in the United States Circuit Court, on the 
petition of Allan Campbell, trustee under the first and second 
mortgages, for possession of the road, under the terms of the 
deeds of trust. The Court decided thatit had power to make 
its own selection of an agent to take charge of the property ; 
that the present Receiver, Mr. John King, Jr., had been ap- 
pointed with the consent of a majority of the parties in in- 
terest, and had given satisfaction. No claim was set forth 
in the petition that he was not capable, or that his policy 
was not for the best interest of the property, and the petition 
was therefore denied, and Mr. King continued as Receiver. 

It will be remembered that at the last annual meet- 
ing a number of the New York stockholders withdrew 
and elected a second or opposition board of directors. 
A dispatch from Cincinnati, March 12, says that at a 
meeting held there a compromise between the two 
boards was arranged. Two of the New York men— 
Horace M. Day and Ossian D. Ashley—are elected 
directors. A committee of reconstruction is appointed 
to prepare a plan for the reorganization of the com- 
pany and for taking the road from the hands of the Re- 
ceiver. This committee consists of John W. Garrett and W. 
T. McClintick, of the Baltimore Party, W. F. D. Manice and 
R. L. Cutting, of the New York party, and Sir A. T. Galt, 
of Montreal, as a compromise party. The compromise in- 
volves the recognition of the Itimore board as the legal 
board. 


Olean, Bradford & Warren.—The New York and 


Pennsylvania divisions of this road have been consolidated | 


under one management; a break in a line only 23 miles long 
proving rather inconvenient. 

The stations on this road, with the distances from Bradford, 
Pa., are as follows: Tarport, 1 mile; Foster Brook, 2.20; 
Babcock’s Mill, 3.20; Derrick City, 4.10; Gillmor, 4.70; Red 
Rock, 5.40; Bell’s Camp, 8:10; State Line, 10.48; Knapp’s 
Creek, N. Y., 11.77; Rock City, 13.88; Four Mile, 14.13; 
Two Mile, 16.62; Olean, 22.96, 

The time table shows two passenger and two mixed trains 
each way daily between Olean and Bradford; one passenger 
train each way between Bradford and Red Rock, and one 
mixed train between Bradford and State Line, making 12 
regular trains in all. The average time on the through 
passenger trips is 1 hour 50 minutes; mixed trains, 2 hours 
20 minutes. 


Pacific Railroads and the Government.—A Wash- 
ington dispatch says: *‘ The Kansas Pacific people, who have 
been urging a measure to compel the Union Pacific Railroad 
to pro vate west of Cheyenne, have changed their tactics. 
They now propose to — by law a government commis- 
sion to take charge of the management of the different 
Pacific railroads, and especially of the Union Pacific, this 
commission to fix the rates for freight and passengers, and to 
settle all questions in regard to pro rating between the roads. 
The Union Pacifie people denounce this as a communistic 
scheme, and claim that it would have come with much better 
grace from the Grangers than from owners and managers of 
railway property.” 


Paulding & Cecil.—This road is offered for sale on easy 
terms. It is about seven miles long, from Paulding, O., to 
Cecil, on the Wabash road_ 60 miles from Toledo. “The iron 
is laid on five miles, and the rest is graded. The equipment 
on the road consists of one engine, three passenger and five 
freight cars. Further information can be had from George 
W. Potter, Superintendent, at Paulding, O. 


Peoria & Springfield.—The Court has overruled the | 


objections to the proposed lease of this road to the Pekin, 
Lincoln & Decatur company, and has ted an order to 
be filed ene the lease and authorizing the Receiver to 
execute it. The Court stated that $3,000 per month was a 
very fair rental for the 944 miles of road, and that the lease 
would not prevent the completion of the foreclosure suit. 

The petition for the removal of Receiver Hilliard has been 
referred to a master to take testimony. 


Pennsylvania.—The annual meeting was held in Phila 
delphia, March 12, a very large num of stockholders 
being present. The meeting was an unusually lively one, 
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much interest being taken in the proceedings. A good deal 
| of talk was indulged in at the outset on the proposition to 
| consider the printed report, which was in the hands of every 
| one present, in pamphlet form, as read, but the reading 
went on by the vote of the majority. During the reading 
| Col. Scott was peppered with questions as to “the reason 
| why” in several notable instances. As to his own salary, 
| Col. Scott said that he got $24,000 and was President of all 
| the corporations outside of the main line and controlled by 
| it, from none of which he received anything. Regarding 
| the recent purchase of the Empire Transportation Line, Mr. 
Galvin wanted to know why the Pennsylvania Railroad 
| Company should allow its most profitable business to go out 
| of its hands and to accrue to the profit of a fast line, and 
| why 
the Line 
said 


purchase of the Empire Transportation 
| when business is at its lowest point. He 
{the inference is strong that it was 
| cause it was no longer profitable. Colonel Scott replied: 
| “* Twenty years ago, when transportation in this country 
was in its infancy, it was deemed to be wise to organize 
what were known as transportation lines. They were inau- 
gurated first on the New York lines, and then upon yours in 
competition. They went on year by year, attracting a great 
| deal of business to our line that it never enjoyed before the 
fast line was established. We never, when this road was 
limited to the traffic of this State and controlling no outside 
lines, could have drawn the business this fast line did; and 
when we began to secure a controlling interest in contribut- 
ing roads we paved the way to secure the business of the 
Empire Transportation Company. The reason why the line 
was bought just when it was can be explained. A great 
difficulty had arisen in the oil refineries of the company by 
which we lost for several months a very large and very val- 
uable traffic. If we had attempted to purchase the line two 
years ago we should have been obliged to raise a large 
amount of capital and pay it out immediately, but now we 
have arranged the purchase on a business of eight or nine 
years and wheel it under circumstances most advantage- 
ous to our company. This line was bought at a valuation 
made by our own company’s experts and other experts and I 
consider the purchase a wise operation.” 

Mr. Sutton made quite an elaborate speech, in which he 
questioned the propriety of allowing the Adams Express 
Company to attach itself as a sucker to the Pennsylvania 
Railroad Company, to which Colonel Scott replied that it 
would not be good policy to make any change in the present 
arrangement with the through express business and stated 
that the Baltimore & Ohio Company, which had rid itself of 
the Adams Express Company, would be glad to get back to 
the old system. Upon this last Mr. Sutton took issue with 
President Scott, and said that a director of that road had 
told him they were well satisfied with the absence of Adams 
The main speech of the day in what may be called opposi- 
tion to the present management of the road was from Hon, 
Lemuel Todd, of Carlisle. While he did not question the in 


radical change in the policy of the management—in fact, 
that new blood should be infused into it. 

Several other stockholders spoke for and in opposition to 
the funding plan. Finally a resolution was adopted that 
the annual report be referred to a committee of seven stock- 


in regard to the several items in the report, and more espe- 
cially touching the proposition to create a trust for the pur- 
chase of certain securities and report the results of their in- 
quiries to an adjourned meeting of stockholders to be held 
on Tuesday, the 26th, at 10 o’clock a.m. 

The Chair (Mayor Stokley, of Philadelphia) announced 
that he would appoint the committee on another day. On 
motion of Mr. Mec Xook, of New York, a resolution was 
adopted that the Chair appoint a committee of seven stock- 
holders, who shall confer with the president for the nomina- 
tion of directors to be voted for at the coming election. 

The Committee on report, as appointed after the adjourn 
ment of the meeting, consists of Messrs. Daniel Steinmetz, 
Thomas Potter, Gustavus Remak, D. B. Cummins, George 
S. Fox, John A. Wright and Lewis Wagner. The Com- 
mittee to nominate 
McMichael, John Price, Israel Peterson, A. L. Snowden, C. 
H. T. Collis, Richard Smith and James Magee. Both com 
mittees are said to have a majority in favor of the present 
management. 


high wooden bridge over the Raritan River at New Bruns- 
wick, N. J., was found to be on fire, and the flames spread 
| so rapidly that, in spite of the efforts of the railroad men 
stroyed in about an hour. The fire was first discovered by 
the bridge watchman, and was at one time reported to have 
been started purposely, but there appears to be no reason to 
believe that such was the case, and it is altogether probable 
that a chance spark was the cause. 

The bridge was built by the New Jersey Railroad Com- 
pany in 1837, and was considered a very fine specimen of a 
wooden truss bridge. It had two floors or decks, the rail- 


was originally arranged for the passage of vehicles, but this 
floor was closed and had not been used for highway travel 
for many years. Some time ago the company resolved to 
replace it with an iron bridge and the contract was let to the 


laware & Rari- 
Work was actively progressing on the rest of 


the south end and the draw-span over the 
| tan Canal. 


start the fire. 

As soon as the loss was known the officers of the company 
| made arrangements for the prompt conduct of the business 
| of the road. Through passenger and freight trains are run 
for the pfesent by the New York & Philadelphia New Line, 
leaving the Pennsylvania road for the New Jersey Central at 
Elizabeth, and returning to it at the North Pennsylvania 
crossing in Philadelphia. The local passenger traffic is trans- 
ferred by stages at New Brunswick, causing only about a 
‘half hour’s delay there. All the available furee of bridge 
carpenters wa: at once assembled and put at work on a tem- 

rary trestle bridge, and it was expected that trains would 

able to cress this structure by March 14. 

The loss to the company will be considerable. The value 
of the burned bridge was not very great, especially as it was 
so soon to be replaced, but the cost of the temporary bridge 
will be considerable, besides the indirect loss from delay and 
interruption of traffic and the use of other roads made neces- 
sary. 





| had before been considered, and at the time of the strikes 

| last sammer this bridge was guarded for some time by a de- 

| tachment of State troops. Doubtless this was one reason 

| why the company decided to put up an iron ae instead 

| of repairing the old wooden one. The only wooden bridge 
of importance now remaining on the New York Division is 
the bridge over the Hackensack River, and that was once 
destroyed by fire, a little more than 20 years ago. 


| Reading & Lehigh.—Mr. Lewis Waln Smith, repre 
| senting the holders of the majority of the $1,500, bonds 
| issued in 1872 by the Berks County Railroad Company, has 


it should now seek to burthen the company by } 


bought be- | 


tegrity of the direction, he thought that there should be a | 


holders to be appointed, with instructions to make inquiry | 


irectors consists of Messrs. Morton | 


' 
Pennsylvania.—Early on the morning of March 9 the 


and others who came to their assistance, it was entirely de | 


road tracks being on the upper deck, while the lower floor | 


Keystone Bridge Co., which had already put up one span at | 


| the bridge, and it was probably the removal of the metal | 
|roof which formerly covered the bridge which allowed | 
sparks to find a lodgment among the dry old timbers and | 


he possible damage from the burning of the bridge | 
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begun suit in the United States Circuit Court to foreclose the 
mortgage and have the property soid for the benefit of the 
bondholders. The road extends from Reading, Pa., to Slat- 
ington, 43 miles, and was sold at sheriff’s sale in December, 
1874, to parties representing the floating debt creditors, who 
organized the present company and afterward leased the 
road to the Philadelphia & Reading. Company. No interest 
has been paid on the bonds since May 1, 1874. 


Royal Land Company.—The proposed terminus of this 
company’s railroad (formerly the acne, Fredericksburg 
& Piedmont) has been Harrisonburg, Va., but surveys are to 
be made for an extension from that place westward to Raw- 
ley Springs, about 11 miles. This extension will open a large 
tract of coal lands, where there is said to be an abundance of 
coal of good quality. The company’s road is now in opera- 
tion from Fredericksburg, Va., westward 38 miles to Orange 
Court House. 


| Southern Railway & Steamship Association.—A 
| meeting of the members in Atlanta and vicinity was held in 
| that city, March 9, to consider the cutting of through 
|freights by the Atlantic Coast Line and the Atlanta & 
| Charlotte Air Line. On behalf of the last named road it 
| was represented that the cutting was done simply to protect 
| itself, and that the road was willing to maintain rates if 
| possible. No conclusion was reached and no action taken 
}and the whole subject was referred to another meeting, 
| which was to be held March 14. 


| Standard Oil Company.—This company has applied to 
| the Pennsylvania Circuit Court to have the bill in equity of 
| H. L. Taylor & Co., transferred to the United States Circuit 
| Court, on the ground that the real parties in the case are cit- 
| izens of different States, and some of them are out of the ju- 
risdiction of the State courts. The case has been argued, but 
| no decision reached as yet. 


| St. Louis, Iron Mountain & Southern.—The an- 
| nual meeting of the stockholders was held in St. Louis, 
| March 5, but as the injunction obtained a year ago is still in 
| force, no election of directors was held. No business was 
| transacted beyond the submission of the usual reports. 


| St. Louis & Southeastern.—In the suit brought by the 
| Receiver against the Louisville & Nashville, the United 
States Circuit Court has directed an order to issue enjoining 
the Louisville & Nashville Company from charging higher 
rates on through freight brought to Nashville by the St. 
Louis & Southeastern for transportation to points south, 
than are charged for similar freight received from other 
shippers at the same place. 


St. Paul & Pacific.—T he Minnesota Senate has passed 
the bill extending the time for the completion of this com- 
pany’s lines as follows: 

From Melrose to Sauk Centre, until Aug. 1, 1878. 

From Sauk Centre to Alexandria, until Dec. 1, 1878. 

From Crookston to St. Vincent, until Jan. 1, 1880. 

From Alexandria to Fergus Falls, until Jan. 1, 1880. 
| From Fergus Falls to Glyndon, until Jan. 1, 1881. 
| Incase the company or its successor fails to complete the 
| lines as above the land grant is to be offered to any corpo 
| ration which will build the lines. 





Texas Western.—Negotiations for money to secure the 
| extension of this road, which have recently been in progress, 
| have all failed, and nothing has been done. It is stated that 
| the land grant was forfeited to the State on Feb. 22, owing 
| to the failure of the company to complete the road to the 
| Brazos River, as required by the charter. 


Toledo & Ann Arbor.—The track has been laid on this 
| road from Dundee, Mich., north to the Macon River, about 
| three miles. The bridge over the Macon was to be completed 
| this week, and meantime the tracklayers are at work on the 

line from Dundee southward, 


| Union Pacific.—The interest in branch and connecting 
| roads owned by this company is as follows, according to a 
| statement made to Congress, and pre by the vern- 
ment directors: 
Colorado Central; 

| Stock, $210,000 par value, cost. 

First mortgage bonds, $606,000. 
| Gilpin County bonds, $84,000. .. 2 
| Cagh Q2VANCOS, C66... .......cccrescenses ate 


.. $55.5 
. 49 
5 


$767,156.20 
277,000.00 


Utah Central: 
ee ee re ee eee 
| Utah Southern: 

| Stock, $785,000, cost.......... ....... ...§699.500 

| Bonds, $421,000 

1,120,500.00 


.....++ $37,800.00 
‘ 93,000.00 


| Utah Northern: 
| Stock, $37,800 
First mortgage bonds. .... ‘ 
- 130,800.00 
Omaha & Republican Valley : 
| Advances for construction, secured by holding 
$212,500 stock and $605,000 first mortgage bonds. 340,000.00 


The Utah Northern securities were taken in 
| freight and balances due. On the Utah Cent 
| company has received $320,500 in dividends. 
| This road has been unusually free from snow through the 
| winter, but a severe storm came late in the season, and on 
March 10 the road was reported badly blocked for the 
| 160 miles from Sidney to Laramie. The heaviest snow plow 
on the road was stuck in a drift, and one passenger train was 
reported two days behind time, with all the available force 
of the road at work clearing out the cuts, 


| Wabash.—Mr. Henry Thornton, of Buffalo, has begun 
suit to recover $20,000 damages for the loss of 200 shares of 
stock held by him in the old Toledo, Wabash & Western 
Company. He claims that under the agreement by which 
the old stockholders were given stock in the new Company 
on payment of an assessment of $10 per share, only 30 days 
were allowed to the stockholders to come into the agree- 
ment; that this time was entirely too short to give sufficient 
notice, and that the whole arrangement was made in the in- 
terest of certain parties who desired to control the stock. 
He claims that he offered to pay his assessment as soon as he 
received notice, but was refused, as the 30 days had then 
expired. 


Western Union Telegraph.—The statement for the 
quarter ending March 31, March earnings being estimated, 
is as follows: 
ee ee . $88,199.53 
Not carmings Bor QURTGOP «2. «0... oo seec cece cescesecee’ 712,475.03 


yment of 
stock the 


I hice e eb ink ss ckxin wh Bo dnkadat ae $662,674.56 

Out of this surplus a dividend of 114 per cent. is to be paid, 

which will require $525,931.50, leaving a balance of $136,- 
743.06 to the next quarter. 


Wheeling & Lake Erie.—A majority of the board of 
directors have filed a petition in the Court of Common Pleas 
of Huron County, O., asking that the company be dissolved 

| and its affairs finally wound up. 











